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CARRIERS PLAN RATE REDUCTIONS 


We are more than pleased to report this week (see 
Washington correspondence printed elsewhere) that the 
railroad executives are giving heed to the demand for 
rate reductions and are casting about for means of meet- 
ing public sentiment. Our Washington dispatch con- 
veying this information may seem somewhat unconvinc- 
ing and lacking in detail, but we are not permitted to 
say just now on what information it is based. We can 
say, however, that it is based on information that seems 
to us conclusive that the carriers are alive to the situ- 
ation and that leads us to believe that unless there shall 
be hopeless disagreement among them as to the proper 
course to take, there will be further developments in the 
near future. We are glad of this, not only because it is 

what we have been saying should be done, but because 

it seems to indicate that the railroads have come to see 
that it is up to them to take the initiative in working out 
this problem instead of leaving the matter to those 
charged by law with the responsibility for the level of 
rates and the earnings of the carriers. 

We fear, however, that the carriers are not yet 
thinking with logical correctness nor with full apprecia- 
tion of the economic situation. They propose to move 
for reductions in rates as a means of placating public 
Sentiment, in consideration of the improvement in their 
revenues as the months go on and of the depressed con- 
dition of. business, which feels the high freight rates to 
be a burden. Such a course would undoubtedly meet 
With popular approval. Those affected by high rates 
will care little by what means and from what motives 
rates are lowered if only they are lowered, and they will, 
no doubt, give the railroads credit for being willing to 
stand their share or a little more than their share in 
carrying the burden of economic readjustment or return 
to normalcy. 


Then, it is our information, the trend of thought 
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in rates and consequent lowering of their revenue as an 
argument before the Labor Board and with the labor 
unions themselves for reductions in wages. It is here 
that we believe their reasoning faulty. If, having first 
reduced rates, they go to their employes asking that a 
wage cut be consented to, will not the employes say: 
“You cut rates when the law did not compel you to; in 
fact, the law says that you shall have a higher net rev- 
enue than you were earning; why should you try to 
make us pay the expense of your propaganda to curry 
favor with the public?’ The Labor Board might say 
much the same thing. 

The proper way to go about this readjustment, we 
believe, is to work first for a reduction of wages to a 
level comparable with that of present wages in other 
similar employment, having first established the fact 
that railroad wages are unjustifiably high and are the 
principal cause of high operating costs, which are the 
cause of the present high rates. That, we may say, has 
been established, but the Railroad Labor Board refuses 
to permit wages to be reduced to the proper level. Then 
the remedy is to proceed with all possible energy to 
work for the abolition of that Labor Board. That is 
what other students of the transportation problem are 
doing. But the railroads hang back. They believe that 
the Board acts as a stabilizer and that it will protect the 
country from the evil consequences of strikes and other 
labor troubles, insuring an uninterrupted service., 

It is questionable whether the Board will avail so 
much, the present consideration being given by railroad 
workers to the question of a strike on account of small 
wage cuts that have been authorized by the Board being 
evidence to the contrary; but, even so, does that benefit 
outweigh in importance the advantage to the railroads 
and the public in having the transportation companies 
the masters of their own business and able to fix wage 
scales in accordance with business principles rather than 
in accordance with the mandates of a government board, 
more or less influenced, necessarily, by political consid- 
erations and the demands of labor leaders? Besides, 
there are other ways of meeting the danger of strikes 
and hindrance to transportation through labor troubles 
than by maintaining a board with power over railroad 
wages. 

We say that the logical way to meet this situation 
is for the carriers first to exhaust every possible means 
of reducing labor cost to the place where it ought to be 
and cease their hiding behind a government board in- 
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The foregoing are actual. operating and NOT paper schedules, with 
an on time record at interchange points and terminals for August, 
1921, of 90 per cent Southbound, indicating a dependability of service 
indispensable in the handling of Intercoastal and Export shipments 
to clear from Gulf ports on specified sailing dates. No special advices 
or arrangements necessary, as these services are given on all through 
shipments regardless of the commodity. 
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stead of demanding their right to manage their own 
business affairs and assuming the responsibility that 
goes with that right. They cannot continue to receive 
sympathy for the burden of high operating costs, espe- 
cially when that sympathy takes form in high freight 
rates, when they do not attempt, by every means in 
their power, to have those high costs reduced. If the 
carriers were successful in having the Labor Board abol- 
ished and wages reduced, then they could very well pass 
on to the public the saving thus effected, doing every- 
thing that they now propose to do, but without sacri- 
ficing any of their own small profit. If they failed in 
their effort they could still do what they are now pro- 
posing, making the sacrifice that would be entailed but 
with additional public respect and sympathy. 

But undoubtedly the carriers are seeing the neces- 
sity for doing something. There is such a necessity. 
We do not believe that all the clamor for reduced rates 
is justified, but, whether justified or not, it is there and 
the railroads must concede something to expediency. 
Their revenue showing is improving and as it improves 
the clamor will increase, as will also the possibility of 
satisfying it by reductions in rates. From every point 
of view what the carriers propose is wise and from many 
points of view it appears necessary. But we hope they 
will begin at the beginning in attempting their soiution. 
The beginning is the high cost of railroad labor. 


ABOLISH THE LABOR BOARD 
Advocates of repeal of the labor sections of the 
transportation act could hardly have received a more 
substantial “boost” for their cause than that given this 
week by the Labor Board itself in two decisions re- 
ported elsewhere in this issue. In order to justify the 
stand it has taken, not only in the two instant cases, but 
in practically every dispute that has come before it, it 
has found it necessary to enter into erudite discussion, 
not only as to what the law means, but as to what was 
in the mind of Congress when the law was enacted. 
The Board, in its decision in the Butler County 
Railroad case, which was selected as the vehicle through 
which to inform the public of the Board’s views, finds 
two justifications for denying the carrier its constitu- 
tional right as defined by’the U. S. Supreme Court. In 
the first of these it adroitly seizes on a fragment from 
the language of the Supreme Court and assumes that 
Congress intended to bestow on it the “paramount po- 
lice power” therein referred to, so that the “hitherto un- 
questioned legal rights of the employers to prescribe 
conditions of employment might be limited**.” The 
alternative is that the decisions of the board are per- 
Suasive only and are entitled to such weight as “both 
parties are willing to concede, or as public opinion may 
by moral pressure enforce.” The board evidently in- 
clines to the former view and points to the language 
used by Congress to prove that it was in earnest. It 
does not, however, explain why, if the matter was so 
important as to necessitate taking away from the car- 
ters their legal rights, the framers of the law forgot to 
put into it any provisions for enforcement, while going 
to the trouble to provide for a heavy penalty for under- 
Payment of employes during the guaranty period. 
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Opinion among those railroad men who are unfa- 
vorably disposed toward the Labor Board seems to have 
branched in two directions. Some advocate immediate 
steps toward repealing the law; others think that the 
same thing could be accomplished by having the rail- 
roads ignore the Board. We do not think the latter 
course would be wise, aside from the question of whether 
or not it would be effective. It will be noted, for in- 
stance, that the Pennsylvania System’s fight against in- 
terference by the Board in its manner or dealing with 
its employes—while bolstered up with much printed 
propaganda against the Board as an institution—relies 
on legal arguments. The Pennsylvania does not say: 
“We will not obey the law.” It says, rather: “The 
law has been misapplied in our case.” In this respect 
the Pennsylvania has adopted a much cleaner attitude 
than that adopted by the labor unions, who have issued 
instructions for their men to lay in supplies of clothing, 
food, and money in preparation for the day when they 
may all quit work because the Board cut from their 
wages about half of what it added to them a year ago. 
In their case no legal excuse is offered. Nothing has 
been said by the labor attorneys against the right of the 
Board to prescribe wages. To have done so would have 
been to acknowledge that the increases referred to had 
not been theirs of right. Therefore, the strike votes and 
the propaganda against the Board’s new overtime rules 
and any possible re-establishment of piece work in re- 
pair shops are as much’ violations against the spirit of 
the law as a strike would be against the letter of it. 

Public opinion, it may be expected, will not be with 
the workers should they indulge in an extra-legal strike. 
It, therefore, behooves the railroads all the more to con- 
duct their affairs with the Board in such manner that, 
when the time comes to bid the government begone from 
the field of railroad relations with their employes, they 
will have clean hands. 

As to the question of the abolition of the Board, we 
do not see how there can be many voices, except those 
of the workers, who have been the quickest to object to 
its decisions, raised in its defense. That its affairs have 
gone badly we do not think is due so much to those who 
have served on it as to the fact that to it has been as- 
signed an impossible task. In the Board’s own language, 
it “has not been limited to deciding disputes according 
to the strict legal rights of the parties, because, if it did, 
and both parties relied strictly and fully on their legal 
rights, the disputes never would be solved.” If this is 
not an admission that it cannot ascertain what wages 
and working rules are “just and reasonable,” we under- 
stand neither the meaning of the words nor the intent 
of the law. 

Added to this is the physical and financial impossi- 
bility of any business venture prospering and growing 
when both its income and its outgo are controlled. On 
the one hand, there is the natural desire on the part of 
the shipping public to obtain its transportation as 
cheaply as possible; on the other, are the labor organi- 
zations, officially recognized both by the law and by the 
Board, whose sole object is to get as much as possible 
for the employes. Evidently one or the other means of 
regulation ought to be abandoned in order to give the 
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carmers a fighting chance. No sane man would now 
advorate the removal of supervision over rates. There 
remains, therefore, the removal of government interfer- 
ence in matters of labor policy. 


ABOLITION OF LABOR BOARD 


The Trafic World Washington Bureau 


Representative Cooper of Ohio, members of the House com- 
mittee on interstate commerce, and formerly a railroad engineer, 
will urge repeal of the labor provisions of the transportation act 
by Gongress. He announced that he would take the question up 
with the House leaders and that if they would agree to eliminate 
the provisions there would be no trouble in having them re- 
pealed. If the leaders do not approve such a course of action, he 
said, he would introduce a bill and urge its passage. 

“ft believe the time has come when the government should, 
as far as possible, keep its hands off of all legitimate businses,” 
said Mr. Cooper. “I believe the repeal of the labor provisions 
of the transportation act will be in the best interest of the rail- 
roads, the brotherhoods, and the public at large.” 

The Railroad Labor Board, in the opinion of Mr. Cooper, has 
not answered the purpose for which it was created and he be- 
lieves that its abolishment would do more than any other thing 
to bring the managements and the employes closer together. 

“As it stands now,” said he, “the board serves rather to sep- 
arate them. Each side is inclined to pass the buck when a dis- 
pute arises and when a decision is given the side not favored is 
not inclined to accept, and there is nothing mandatory about the 
decisions.” 

Mr. Cooper referred to the recent action of the Pennsylvania 
Railroad in refusing to abide by the ruling of the board. He 
said he was in close touch with the brotherhoods and that many 
leaders had told him that they favored abolishment of the board. 
He also said repeal of the provisions would save from $300,000 
to $800,000 a year which is being spent by the Labor Board. 


LABOR BOARD ANSWERS PENNA. 


The Labor Board’s answer to the petition of the Pennsyl- 
vania System for a further hearing in the matter of the election 
of employes’ representatives on its lines, in which the railroad 
adopted an attitude of defiance toward the board and denied that 
the board had any jurisdiction over the matter, is a rebuke from 
that body, mitigated somewhat by permission for the carrier 
representatives to appear before it and give additional testimony 
on three of the points involved. 

“It may as well be stated in this connection, once for all, 
that the Labor Board cannot be swerved from what it considers 
a just and legal course by the hostile printed propaganda of dis- 
satisfied carriers or by continued threats of labor strikes that 
are made before it,” said the board. 

“The transportation act,” it continues, “is regarded by 
thoughtful men as the greatest forward step that has ever been 
taken in any country to preserve industrial peace. The plain, 
primary purpose of Congress was to protect the public from the 
financial disaster, physical suffering and general demoralization 
that would result from the interruption of railroad traffic and 
transportation. Secondarily, the act was intended to save both 
labor and capital from such calamities. 

“That the time has come when the complex industrial and 
social system of this great and populous country must be guar- 
anteed all the immunity possible from traffic and transportation 
disturbances, is beyond all question. If the transportation act 
does not provide such a guaranty, the public will find means, 
legal and constitutional, that will.” 

The order regarding the further hearing, and limiting its 
scope, is as follows: 

It is the order of the Labor Board that the carrier’s request for 
an oral hearing of its petition shall be granted for the purpose of 
permitting the carrier to present its views on the following matters: 

1. The question as to what employes, if any, not in the actual 
and active service of the carrier, such as men laid off, furloughed, 
or absent upon leave, shall be permitted to vote in the election of 
representatives to negotiate agreements on rules and working condi- 
tions. 

2. The question of how the representative capacity of the spokes- 

men of unorganized employes shall be ascertained. | / 
3. The carrier will be permitted to offer such evidence as it may 
see fit of the adoption or ratification of its shop craft rules by the 
representatives of said crafts fairly selected by a majority of the 
employes of that class. : 

Said hearing is set for Monday, September 26, 1921, 10:00 a. m. 

The board declines to grant a hearing upon the other questions 
raised in carrier's position, for reasons hereinbefore set out. 


The clearest explanation of the logic on which the board 
had based its jurisdiction in various disputes, including that be- 
tween the Pennsylvania and its employes, was given by the 
board in a decision in a minor matter on the previous day. The 
case specifically involved the discharge of two section foremen 
by the Butler County Railroad Company for the reason that they 
belonged to the same union as the men who worked under them. 
The board held that, inasmuch as their services had been satis- 
factory in‘*other respects, the road could not legally discharge 
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them on account of their union affiliations. It ordered the car. 
rier to reinstate the men and pay back wages. In justifying this 
course the board quoted from the Supreme Court of the Uniteg 


States in Hitchman Coal & Coke Co. vs. Mitchell et al., 245 U. gs, 
229, as follows: 


This court repeatedly has held that the employer is as free to 
make non-membership in a union a condition of employment, as the 
working man is free to join the union, and that this is a part of the 
constitutional rights of personal liberty and private property, not to 
be taken away even by legislation, unless through some proper exer. 
cise of the paramount police power. 


The board then continued: 


The public interests demand continuous and uninterrupted opera- 
tion of the transportation lines; hence, the Labor Board is to settle 
this dispute on terms which in its opinion are just and reasonable, 

It was certainly the hope of Congress that both classes, the em- 
ployers and the employes, would loyally accept such decisions, ang 
thus attain the purpose for which the act was passed. There are two 
possible views to be taken of the legal effect and proper construction 
of the transportation act: One is that Congress has impliedly if not 
directly invoked, exercised, and put in effect by its legislation that 
‘“‘paramount police power’’ referred to in the decisions of the Supreme 
Court of the United States by which the hitherto unquestioned legal 
rights of the employers to prescribe conditions of employment might 
be limited and controlled for the paramount public interest; that the 
judgment of the Labor Board as to what are reasonable wages and 
just and fair and reasonable rules and working conditions is to be 
substituted for the conflicting judgment and opinions of the carriers 
and their employes, and that, therefore, the decisions of this board 
under the act may be made legally effective by orders of a court with 
proper jurisdiction. The other is that the decisions of the board are 
only persuasive and will only have such effect as both parties are 
willing to concede, or as public opinion may by moral pressure enforce, 

In support of the latter view is the significant fact that Congress 
gave the board itself no power to issue writs or in any way make its 
decisions effective, but only provided that it might determine after a 
hearing whether its decisions had been violated and make such de- 
cisions public in such manner as it may determine. And it is a 
plausible view that Congress had directly in mind the decision of the 
Supreme Court as to the rights of managements to prescribe condi- 
tions of employment and either doubted its own limitations or hesi- 
tated as to the extent to which the paramount police power should 
be invoked or exercised under the conditions existing. 

In support of the other view are the purposes to be attained, the 
vast and vital interests of the public so seriously threatened, and the 
strong and mandatory language of Sec. 301 of the transportation 
act requiring ‘‘all carriers and their officers, employes and agents to 
exert every reasonable effort and adopt every available means to 
avoid any interruption to the operation of any carrier growing out 
of any dispute between the carrier and the employes of subordinate 
officials thereof,’’ compelling them to settle same by conference if 
possible, and when that can not be done to submit the dispute for the 
decision of the boards provided for by the act. 

It is plausible to assume that it was the purpose of Congress to 
provide means as effective as possible to prevent an interruption of 
traffic growing out of such disputes. As to which view is correct, it 
is not for this board to determine; that must be left to the courts 
or further action of Congress, if in its opinion further legislation is 
needed to make the act more effective. 

But without regard to which view of the purpose and effect of 
this legislation is correct, the board is of the opinion that its duty 
regarding these questions remains the same; that is, it should decide 
these disputes on the basis prescribed by Congress as to what is, 
under all the circumstances, just and reasonable to the parties 
directly interested and to the public. 

It must be evident to all and beyond doubt or controversy, from 
the very nature of things and the character of the disputes that 
cause the friction between carriers and their employes which lead 
to interruption of_ traffic, that Congress did not intend or expect to 
limit the Labor Board to deciding these disputes according to the 
strict legal rights of the parties, because if it did, and both parties 
relied strictly and fully on their legal rights, the disputes never 
could be solved. If the carrier has, as contended, unlimited free- 
dom in establishing rules and working conditions and is going to 
do so regardless of this board’s opinion and decision as to what 
is just and reasonable, there can be no practicable use or sensible 
reason for the board hearing the dispute and expressing an opinion 
or rendering a decision. Likewise, if the employes are going to 
ignore the board’s opinion and decision and rely on their legal rights 
to determine for themselves the rules under which they will work, 
as some of them have been indicating they will do, it is equally use- 
less for the board to hear and decide the matter. It was doubtless 
because of a recognition of this conflict in strictly legal rights that 
Congress, in the interests of the public and to prevent interruption of 
traffic and the operation of the carriers, created this board and di- 
rected it to decide what, in view of all the facts, was and is just and 
reasonable in each case. 

The board in its previous decisions has endeavored to be gov- 
erned by these principles. It has constantly in view the public in- 
terest and the rights of the public to demand prompt efficient, and 
economical transportation. It recognizes the necessity for discipline 
and control by management, and it hesitates to interfere by its de- 
cision with the management’s freedom and discretion in these mat- 
ters. It has required a clear showing of obvious wrong or a plain 
violation of contract of employment before granting relief, as its 
numerous decisions in discipline cases demonstrate. But it must 
and does recognize that employes have interests that must be given 
consideration if disturbance is to be avoided and loyal, cheerful, and 
efficient service obtained. 


ALFALFA VIA PANAMA CANAL 


“One of the outstanding events in the hay market situa- 
tion during the week ending September 10 was the arrival at 
New York of about 150 tons of California alfalfa shipped via the 
Panama Canal,” says the Market Reporter, published by the De 
partment of Agriculture. “Another was the advance in cotton 
which, while not causing any immediate improvement in the de- 
mand for hay from the South, caused a more optimistic feeling 
on the part of the trade as to the future demand for hay from 
that section. Many central western dealers are anticipating 4 
reduction in freight rates which, together with an improved de- 
mand, it is thought will put the hay business in the central 
western markets back into a nearly normal condition.” 
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THE 








Current Topics 
in Washington 


The Unemployment Conference.—The President’s unemploy- 
ment conference, which begins September 26, will afford a fine 
opportunity for those speculatively inclined to find solutions for 
the question of rates between carrier and shipper. The fact 
that there will be some railroad executives in the conference 
will be sufficient to produce speculation. One of the favorite 
suggestions with regard to that conference has been that the 
big industrial leaders in it will suggest to the railroad men 
who may be members of it or attend it that the railroad execu- 
tives would be able to get farther with their plans to reduce 
the wages of their employes if they would first make a few 
reductions in rates. No one seems to know who started that 
story. It is the fashion in Washington, however, to attribute 
any theory or plan respecting lower freight rates to Herbert 
Hoover. At one time he did considerable talking about lower 
freight rates. That talking, apparently, is foundation enough 
for anything that anyone may now desire to attribute to him. 
For the time being, therefore, the suggestion that the best way 
for the railroad executives to make progress with their wage 
reduction plans would be first to reduce rates, will stand to the 
credit or discredit of the Secretary of Commerce. Secretary 
Hoover, however, is not admitting that he made the suggestion, 
though he favors anything that may contribute to a revival of 
business, even if someone must make a sacrifice to bring it 
about. Hoover believes the farmer has made more than his 
share of sacrifice because he is not well organized. His idea 
is that the retailer, however, has done practically nothing to 
help bring about the readjustment that will bring things back 
into proper proportion and enable the business machine to go 
forward, not like a racehorse, but like a good old dependable 
family mare, taking the family and its truck to market and then 
getting the family with its store purchases back to the farm. 








Preferential Rail Rates for Japan.—Alleged preferential rail- 
road rates exacted by Japan for her subjects from the Man- 
churian railroad are to be discussed at the conference, to be 
begun on November 11, on the Pacific and Far Eastern questions, 
coincidentally with the conference on the limitation of arma- 
ments. The fact that railroad rates in which American shippers 
have some interest were to be discussed was learned when the 
State Department made public the agenda or program of tenta- 
tive suggestions as to topics to be discussed. The whole sub- 
ject of what Japan has been doing in China and eastern Siberia, 
the agenda shows, will be open for discussion, because, under 
the heading, “Questions relating to China,” the subjects to be 
discussed are territorial integrity; administrative integrity; open 
door—equality of commercial and industrial opportunity; con- 
cessions, monopolies or preferential economic privileges; devel- 
opment of railways, including plans relating to the Chinese East- 
erm; preferential railroad rates; and status of existing commit- 
ments. The second subject on the agenda of the far eastern 
conference is Siberia and the announcement says the same ques- 
tions that have been posed for discussion and answer as to China 
are to be asked and answered as to Siberia. Whether the inclusion 
of preferential rates on Chinese and Siberian railroads will cause 
any question to be raised about the suggested preferential rates 
on American railroads under section 28 of the Jones shipping 
law is one of the questions that cannot be answered now. There 
Is a wide distinction, however, between preferential rates on 
Chinese and Siberian railroads, limited to Japanese subjects, and 
preferential rates on American railroads for Americans. The 
agenda does not raise any question about preferential rates for 
Japanese subjects on Japanese railroads. That is the difference 
between questions of preference on Chinese and Siberian rail- 
Toads for Japanese subjects and preferential rates on American 
railroads for Americans. The far eastern part of the agenda, 
it is believed, shows that the Harding administration is going 
back to the John Hay policy with regard to China. Hay, in 
July, 1900, during the height of the Boxer rebellion, laid down 
the propostion that the United States stood for the preservation 
of the territorial integrity and administrative entity of China, 
and the open door. Since then, according to the belief of many 
Americans, Japan, backed possibly by some of the European 
bowers, has been trying to close the door and to destroy the 
administrative entity of China, leaving only the name and a shell 
of China, all in contravention of the rule laid down by William 
McKinley and John Hay. That declaration of policy respecting 
the ancient empire was made as a counter-stroke to the thinly 
veiled proposal of the German emperor, which, but for American 
friendship for China, it was believed then, would have resulted 
in the immediate dismemberment of China. Commercially, Jap- 
anese domination of China would mean exclusion of American 
trade from China for the benefit of Japan. By preferential rates 
on the railroads, Japan is believed to have accomplished almost 
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as much as if China had been dismembered. The discussion of 
the questions on the announced agenda is to bring out the facts 
and a plan for changing conditions there, so as to give American 
traders an equal opportunity with traders of other nationalities. 





Much Ado About Little—Application of the Texas carriers 
for a thirteenth section proceeding because the Texas commis- 
sion has ordered them to provide stock cars properly slatted for 
intrastate shipments of watermelons, without charge to the ship- 
pers, evoked some not overly complimentary comment. The 
tariffs require interstate shippers to pay $5 for the slats that 
must be put between the bars of stock cars to make them suit- 
able for the shipment of watermelons. Those who read the 
Commission’s announcement seemed to regard the act of the 
Texas carriers as calling for the exercise of a great power in 
a small matter. The law is supposed to deal only with serious 
matters. There is a rule that the law disregards small matters. 
There is no doubt but that if the order of the Texas commis- 
sion, dated July 2, is permitted to stand, there will be a dis- 
crimination between state and interstate shipments of water- 
melons. It will be represented by the difference between $5 a 
car paid by the interstate shipper and the cost of the slats the 
railroads will be required to furnish for state shipments. But 
it is suggested that the watermelon business is perhaps not so 
great that the railroads of Texas would be put out of business 
if they ignored that difference, especially in view of the fact 
that it is a big question whether the Commission, when it comes 
to consider the fundamental question, will not hold that, inas- 
much as it is the duty of a carrier to furnish cars fit for the 
transportation that is requested, the carriers should not require 
shippers to pay the: cost of putting cars in proper condition. 
The extra slats are needed to make it impossible for the boy 
with a knife to help himself to a piece of watermelon, as would 
be the case were there no slats between the bars in the stock 
cars used for watermelon loading. 





Truck Competition with Railroads.—Perhaps the Atlantic 
Coast Line complaint against the Southern Seaboard Air Line 
and the South Carolina commission will bring out the truth as 
to whether the truck is a serious competitor of the railroad in 
the conduct of short-haul transportation. A Texas road asked 
permission, a few months ago, to reduce the Commission-made 
rate on gasoline because it was so high that the refiner found 
it cheaper to truck his product twenty-six miles than to ship it 
by steam railroad. The Atlantic Coast Line, in controverting 
the claim of the Southern and the Seaboard that they desired 
reductions in the short-haul rates so as to meet the truck com- 
petition, asserted that trucks could not be used profitably for 
hauls greater than fifty miles. By inference, therefore, it as- 
serted that reductions for hauls as great as 120 miles were use- 
less incursions into the revenue fields of the carriers by rail- 
road. The Seaboard-Southern side of the matter, at the time 
this was written, had not been put before the Commission—at 
least, not officially. Unofficially, employes of the Commission 
had been told that all through the Carolinas trucks with cater- 
pillar equipment were being used to carry cotton over poor roads 
for considerable distances. The Atlantic Coast Line said the 
trucks were not being used except in districts in which good 
roads had been built and not at all for the transportation of 
cotton for which transit privileges were desired. Lincoln Green, 
who makes the traffic policy of the Southern, is not given to 
making sacrifices of revenue just for the sake of finding out 
whether one can put wings on dollars. Therefore, it is sus- 
pected that, when the matter comes to a hearing, the Commis- 
sion will learn something about truck transportation of which 
it is now in ignorance. The only trouble likely to be encountered 
will result from the reluctance of those who have benefited from 
truck transportation to tell about its goodness. If they really 
have something worth while, they may not be anxious to tell 
everybody about it. 





Regulation of Motor Trucks.—There are men on the pay- 
rolls of the Commision who have an idea that the regulation 
of common carriers, no matter by what agency, will soon be 
committed to the federal regulating body. If the carriers by 
railroad and carriers by truck ever enter into joint undertakings, 
extension of the power of the Commission may be expected, as 
a matter of course. But extension of the power simply because 
trucks are competitors, or may become competitors, of carriers 
by railroad, it is believed, will be one of the last things under- 
taken by Congress. Federal regulation of carriers by railroad 
came only when the railroads had developed to such an extent 
that they were too powerful for any one state. As things now 
look, the day is far off when carriers by truck will be too power- 
ful for regulation by the states. Congressmen are now a bit 
sour on what they did when they amended the thirteenth section 
so that ptfactically every transportation question has to be taken 
to Washington. Just now they do not seem inclined to go far- 
ther in that direction. Much of the law relating to carriers by 
rail would be inapplicable to carriers by truck. Probably, if 
there should ever be federal regulation of trucks, the principles 
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of the common law would have to be studied by practitioners 
whose eyes pretty nearly fall out when they go back to the law 
text-books and are reminded of what they were taught as the 
law governing common carriers, so that they could serve clients 
who claimed that truck A discriminated against them because 
it hauled fertilizer for their competitors for less than they hauled 
their fertilizer, under like conditions and in similar circum- 
stances. A good defense against such a charge would be, first, 
that the roads were in better condition when the first hauling 
was done than when the second was done; and, second, that 
they had to charge more for the second hauling because the 
fertilizer of the complainant was so obnoxious to the noses of 
their drivers that the latter went on strike and could be 
induced to return to their employment only after there had been 
an increase in their wages and a deodorant had been applied 
to the tonnage of the complainants. 





The Ford Aversion to Hearings.—Failure to appear at hear- 
ings called by the Commission seems to be a part of the policy 
of the Detroit, Toledo & Ironton. Thus far it has had a perfect 
batting average in the matter of ignoring Commission hearings 
since the road passed into the control of Ford. Last spring the 
Ford people were called on to show why the protest of minority 
interests in that road against a proposed lease should not be 
heeded. Did the Ford people show up? They did not. They 
ignored Alexander L. Strouse and his protest in behalf of minor- 
ity interests. The Commission proceeded without waiting for 
the Ford people, but converted the proposed hearing into a 
conference. Chief Examiner Quirk held the hearing at Colum- 
bus on the Ford coal rates, as scheduled, but Ford made no 
attempt to show the Commission why he should be permitted to 
disregard the settlement it made of the long-continued contro- 
versy over rates on coal from competing fields in Ohio and West 
Virginia. He may have a good reason for having proposed what 
he did, but the Commission is not to be advised of it in the 
usual and orderly way provided by law, unless the Ford people 
change their minds and later ask to be heard. If free advertis- 
ing is what they sought, and possibly the making of propaganda 
against the Commission, they have succeeded, apparently, among 
those for whose protection the act to regulate commerce was 
passed. Popular opinion seems to be that Ford is a public bene- 
factor, while the Commission, if it does as it must in obedience 
to law and orders the cancellation of the Ford tariff, will be 
regarded as an upholder of corporations against the interests of 
the plain ‘‘peepul.” A. BE. i. 


PAYMENTS TO CARRIERS 


Additional partial payments to railroads announced by the 
Treasury Department September 19 follow: White Sulphur & 
Huntersville Railroad Company, $14,000; the Cooperstown & 
Charlotte Valley Railroad Company, $15,000; Chicago Junction 
Railway Company, $50,000; Sandy -River & Rangeley Lakes 
Railroad, $10,000; Greenwich & Jacksonville Railway Company, 
$6,000; Moshassuck Valley Railroad Company, $10,000; St. Louis- 
San Francisco Railway Company, $200,000; Gulf, Texas & West- 
ern Railway Company, receiver, $20,000; the Delaware & Hud- 
son Company, $7,500; Frankfort & Cincinnati Railway Company, 
$5,600. 

Additional partial payment certificates issued by the Com- 
mission follow: Delaware & Hudson, $7,500; Gulf, Texas & 
Western, $20,000; St. Louis-San Francisco, $200,000. 

The Commission, in a partial payment certificate under 
section 204, has certified to the Treasury that $40,000 is due 
the Georgia Coast & Piedmont Railway Company, and that the 
carrier owes the government $3,513.52. 

The Railroad Administration, September 21, announced that 
final settlements had been made with the following companies 
for the twenty-six months of federal control: Chicago & North- 
western, $6,500,000; Chicago, St. Paul, Minneapolis & Omaha, 
$1,200,000; Old Dominion Steamship Co., $900,000; Wrightsville 
& Tennille Railroad Co., $22,500; and the Louisville & Wadley 
Railroad Co., $3,175. The payments in each case covered com- 
pensation due the carriers from the government and also dis- 
puted items. 


RALEIGH CHAMBER OF COMMERCE CASE 


The Trafic World Washington Bureau 


Another futile effort was made September 19 and 20 for an 
agreement between carriers and shippers as to rates in accord- 
ance with the Commission’s decision in No. 10515, Raleigh Cham- 
ber of Commerce against the southeastern railroads, so that when 
the tariffs are filed they will not be protested. Brooks Brown, of 
the Southern, presided at the conference in September as at 
the conference in July. 

The rates from eastern cities to Virginia cities, which caused 
the greatest commotion in the July conference, were: mentioned 
only incidentally because arrangements had been made by the 
eastern lines for a conference in New York on September 22 be- 
tween themselves and shippers at the eastern cities with a view 
to coming to an agreement as to differentials at points of origin. 
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The Commission, in its decision on docket No. 10515, fixed ihe 
spread to the groups in North Carolina and states south of jt 
so there was nothing to be negotiated on that point. ; 

At the conference on September 19 the carriers suggested g 
scale beginning with $1 first class from Richmond to the firgt 
North Carolina group instead of $1.07 proposed at the July cop. 
ference. 

The greatest contention, however, was not on the quantum 
of the first class rates but the percentage relationship between 
the classes. The carriers fought for the adoption of the so-calleq 
standard southern scale per cents, which are higher than the 
per cents in the existing scale. Shippers objected to the south. 
ern per cents because the effect would be to increase rates more 
than they think the Commission’s order to remove discrimina- 
tion intended they should be permitted to increase them. 

The southern railroads have asked the Commission to ex. 
tend the operative date of its order in the Raleigh Chamber of 
Commerce case from November 15 to November 28. The request 
is based on two grounds. The first is that they will need the 
extra time to iron out all the difficulties they have already ep. 
countered in their effort to comply with the mandate to remove 
the discrimination the Commission found they were practicing 
against North Carolina. The second is that the later day is the 
effective date of the order in I. and S. No. 1308, in which rates 
to the Mississippi River are to be established. The rates in the 
two cases are so inter-related that the carriers think they should 
be made operative at the same time. 


COMMISSION ORDERS 


Complainant’s petition for supplemental and modified find- 
ings in No. 11446, Northern West Virginia Coal Operators’ 
Association vs. Pennsylvania, Director-General et al., has been 
denied. The case, however, has been reopened for further hear- 
ing on motion of division 5 of the Commission. 

The American Farm Bureau Federation has been permitted 
to intervene in No. 13107, the National Live Stock Exchange vs. 
A. T. & S. F. et al. 

The Port Arthur Chamber of Commerce and Shipping and 
the Texas Chamber of Commerce have been permitted to inter- 
vene in No. 12798, Galveston Commercial Association vs. G. H. 
& S. A. et al. 

The Grand Rapids Association of Commerce has been per- 
mitted to intervene in No. 12828, Michigan Paper Mills Traffic 
Association vs. C. & O. et al. 

The complaint in No. 12998, The State Highway Dept. of 
Texas vs. Director-General, has been amended by making the 
Chicago & Northwestern Railway Co. and others additional par- 
ties defendant. 

The Dewey Portland Cement Co. has been permitted to in- 
tervene in No. 12701, The Atlas Portland Cement Co. vs. C. B. 
& Q. et al., and No. 12702, same vs. same. 

The Southern Minnesota Mills has been permitted to jnter- 
vent in No. 13000, Board of Railroad Commissioners of the State 
of South Dakota vs. C. & N. W. et al. 

The Omaha Grain Exchange and the Southern Minnesota 
Mills have been permitted to intervene in No. 13033, The Atchi- 
son Board of Trade et al. vs. A. T. & S. F. et al. 

The Iola Cement Mills Traffic Association, the Great West- 
ern Portland Cement Co. of Kansas, the Monarch Cement Co, 
Ash Grove Lime & Portland Cement Co., the Fredonia Portland 
Cement Co., the Western .States Portland Cement Co., Dewey 
Portland Cement Co., and Bonner Portland Cement Co. have 
been permitted to intervene in No. 12704, the Atlas Portland 
Cement Co. vs. C. B. & Q. et al. 

The Elk River Coal & Lumber Co. has been permitted to 
intervene in No. 12995, Southern Hardwood Traffic Assn. et al. 
vs. Illinois Central et al. 


CHANGES IN DOCKET 


Hearing in 12900, Red Lion Board of Trade vs. Md. & Pa. R.R. 
et al., assigned for September 19 at York, Pa., was cancelled. 

Hearing in I. and S. 1383 (and first and second supplemental 
—" assigned for September 21 at Phoenix, Ariz., was cal 
celled. 

Hearing on 12789, the Central Iron & Steel Co. vs. Camp- 
bell’s Creek Railroad et al., assigned for September 21 at Har 
risburg, Pa., was postponed to a date to be hereafter fixed. 

Hearing in 12845, Harry A. Pitts vs. T. & P. et al., assigned 
for September 23 at Washington, was postponed to a date to be 
hereafter fixed. 


PETITIONS FOR REHEARING 


The Central New England Ry. Co. and New York, New 
Haven & Hartford R. R. Co., defendants in No. 10357, Seaboard 
By-Products Coke Co. vs. Director-General, D. L. & W. et 4l. 
have asked the Commission to reopen that and affiliated cases 
for the taking of further testimony. 

Complainant in No. 11220, Orange Rice Mill Co. vs. Director 
General et al., has asked the Commission to grant a reheariné 
in that case. 
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RATE ON BRICK IN OHIO 


The Commission has dismissed No. 11425, John Kline Brick 
Co. vs. Director-General, New York Central, et al., opinion No. 
7145, 63 I. C. C. 439-42, holding that a rate of 70 cents on brick 
from Wickliffe, O., within two miles of the switching limits of 
Cleveland, to Cleveland, during federal control, was not unreason- 
able. The question at issue was one of reparation. At the argu- 
ment the railroad administration insisted that if the Commis- 
sion gave the complainant relief its order would have a disastrous 
effect on the revenues of the railroad administration. 

Prior to General Order No. 28 the rate within the Cleveland 
district was 20 cents and from Wickliffe 30 cents, a spread of 
10 cents. Under General Order No. 28 the rate within the switch- 
ing district became 30 cents and the Wickliffe rate 70 cents, the 
spread being quadrupled. That, according to the allegation of 
the complainant, put it out of business. 

Commissioner Eastman, in a dissent, called attention to the 
great increase in the disadvantage of the complainant, arising 
from no cause other than that the Railroad Administration ap- 
plied the terms of General Order No. 28 literally, so that at the 
edges of switching districts big rate humps were formed. Com- 
missioner Eastman said that if the carriers are to be allowed 
to form great switching districts with low switching rates, they 
owe a duty to the industries on the margin, like the complainant, 
to grade down the hump somewhat so that it will not be too 
formidable a barrier to business. The examiner recommended 
a holding that a rate of 40 cents instead of 70 would have been 
reasonable for application from Wickliffe into Cleveland. Such 
arate would have allowed the complainant to continue competi- 
tion with brick makers within the switching limits on the same 
spread between rates. 


¢.B. & Q. CONNECTION FOR MARION, ILL. 


Marion, Ill., now served by the Marion & Eastman, the 
Illinois Central, Missouri Pacific, and the Chicago & Eastern 
Illinois, will not acquire the services of the Burlington by reason 
of any order or orders that might be issued by the Commission. 
That body has dismissed No. 11670, Cameron Coal Co. et al. vs. 
Marion & Eastern et al., opinion No. 7144, 63 I. C. C. 434-8, hold- 
ing that public convenience and necessity do not require the 
Illinois Central to allow the Marion & Eastern to use its tracks 
from Marion, to a point where the Burlington crosses the Illinois 
Central overhead, approximately two miles west of Marion. It 
also holds that the Marion & Eastern is not a lateral branch 
line within the meaning of paragraph (9) of section 1 of the in- 
terstate commerce law, as construed by the supreme court of 
the United States in U. S. vs. B. & O. Southwestern, 226 U. S., 
14, 

The complaint was brought by coal companies now served by 
the railroads entering Marion, and by civic bodies in Marion, 
with a view, the Commission’s report said, to procuring for the 
city of Marion a connection with the Burlington, and for the 
complaining coal companies the benefits of car service from the 
Burlington. The coal companies complained against the Burling- 
ton, alleging undue prejudice because the Burlington, by means 
of trackage arrangements with the other carriers in that general 
vicinity, treats mines at Logan on the Illinois Central and at 
Bush and Royalton on the Missouri Pacific as being situated on 
their rails but thus far has declined to make any arrangements 
with the carriers serving Marion whereby the mines of the com- 
Dlainants will be treated as being on the Burlington rails, and 
therefore entitled to receive allotments of cars from that carrier. 

The complainants suggested an order requiring the Illinois 
Central to allow the use of its rails by the Marion & Eastern to the 
boint, two miles west of Marion, where the Burlington crosses the 
Illinois Central, not at grade, but overhead, and the construc- 
tion by the Marion & Eastern of a connection between the 
Burlington and the Illinois Central, which would become part of 
the line of the Marion & Eastern over its own rails and over 
those of the Illinois Central. 


All the carriers, other than the Marion & Eastern, objected 
to the proposed arrangement. Without deciding whether para- 
sraph (4) of section 3 was applicable to the situation the Com- 
mission held public convenience and necessity do not require the 
use of the Illinois Central rails by the Marion & Eastern. Dis- 
Position of that part of the prayer left for disposition the prayer 
for a switch connection between the Burlington and the Illinois 
Central. That prayer, the Commission’s report said, was con- 
tingent upon a grant of the prayer requiring the Illinois Central 
to permit the Marion & Eastern to use its rails, so that the 


Marion & Eastern might reach the point of the proposed switch 
connection. 


In asking for that order the complainants relied on that part ° 


of the first section requiring connections be made between trunk 
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lines and “lateral branch lines.” The Marion & Eastern, which 
desired to be regarded as a lateral branch line, the Commission 
pointed out, is more than two miles east of the Burlington. There- 
fore the regulating body said it was not a lateral branch line: 
within the meaning of that case that arose out in Ohio in which 
an effort was made to force a connection between the B. & O. 
Southwestern and an electric road. The court, in disposing of 
that case, said that a branch line was one that was a branch 
without the intervention of an order of the Commission making 
it such, or holding it to be a lateral branch line. 


RATE ON SPLIT OAK STAVES 


With Commissioner Eastman dissenting, the Commission has 
held, in a report on No. 11482, Louis Werner Stave Co. vs. Beau- 
mont, Sour Lake & Western et al., opinion No. 7146, 63 I. C. C. 
442-5, that rates on split oak staves from Galveston, Kirbyville, 
Milvid and Bronson, Tex., to New Orleans, for export, were and 
are not unreasonable or unduly prejudicial but that the rate 
from Texas City to New Orleans on the same kind of traffic, was, 
is, and for the future will be unreasonable because and to the 
extent that it exceeds or may exceed the rate from Galveston, 
which was 19 cents prior to Ex Parte No. 74. Seventy-one car- 
loads of split oak staves shipped between October 18, 1918, and 
December 3, 1919, both inclusive, were involved. They were for- 
warded to the Texas ports for export but on account of ocean 
transportation conditions they had to be sent on to New Orleans. 
A rate of 19 cents applied from Galveston but the class rate of 
34 cents was in effect from Texas City. The carriers, however, 
assessed all kinds of rates from Texas City, each, however, less 
than the class rate. 

In a tentative report the examiner recommended a holding 
that the 19-cent rate be held unduly prejudicial because greater 
than an export rate of 15.5 cents from competing points of origin 
in the interior of Texas, maintained from a group on the South- 
ern Pacific. The 19-cent rate applied via the Santa Fe and Gulf 
Coast lines. : 

Commissioner Eastman attacked the majority report for not 
accepting the recommendation of the examiner, for the future 
rates at least. It declined his recommendation on what East- 
man called the technical ground that the rates under comparison 
were maintained by different carriers. Eastman said that the 
majority reached correct conclusions as to the 71 carloads but 
he said he could see no reason why the examiner’s recommenda- 
tion for the future should not stand, because it was clearly the 
intention of the complainant to attack the rates in which the 
Southern Pacific participates and those in which it does not join. 
He said the soundness of the examiner’s conclusion, in effect, 
was conceded by the defendants when they failed to file excep- 
tions thereto. 





NAVAL STORES BETWEEN S. ATLANTIC PORTS 


In I. & S. No. 1336, Naval Stores Between South Atlantic 
Ports, Including Interior Points, opinion No. 7149, 63 I. C. C., 
450-1, the Commission has found not justified proposed increased 
rates on naval stores between South Atlantic ports and from inter 
mediate interior points to the ports and has ordered the respond- 
ents to cancel the schedules on or before October 11. The Com- 
mission had suspended the schedules until October 12 on pro- 
test of navel stores interests. The respondents proposed in- 
creases ranging from 80 to 200 per cent in the rates on rosin and 
turpentine, contending the present rates were subnormal. The 
Commission said while the present rates might be too low, the 
record did not afford a basis for finding that the proposed in- 
creases had been justified. 


RATES ON BARLEY MALT 


An applicable class B rate of $1.24 per 100 pounds on barley 
malt, from Great Falls, Mont., to Milwaukee, Wis., on October 11, 
1918, was unreasonable to the extent that it exceeded 70.5 cents, 
and the present rate is and for the future will be unreasonable to 
the extent that it exceeds or may exceed 70.5 cents plus the gen- 
eral increase under Ex Parte 74, the Commission has held in No. 
11959, Kurth Malting Co. vs. Director-General, as agent, and C. M. 
& St. P., opinion No. 7147, 63 I. C. C., 446-7. Because complain- 
ant’s only witness admitted that his testimony, that complainant 
paid and bore the freight charges was based on hearsay, the 
Commission denied reparation for lack of proof. The complain- 


ant contended that the rate of $1.24 was unresoanable to the ex- 
tent that it exceeded the rate of 43.5 cents contemporaneously 
applicable on malt sprouts and on barley and other grains and 
grain products, from Great Falls and other Montana points to Mil- 
waukee. 

The Commission followed its decision in Kurth Malting Co. 
vs. Director-General, 60 I. C. C., 114, wherein it found that the rate 
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of 70.5 cents on malt from Great Falls to Milwaukee, in effect 
when the shipments in the instant case moved, was not unreason- 
able or otherwise unlawful in comparison with the contempor- 
aneous rate of 43.5 cents on barley. An allegation of unjust dis- 
crimination and undue prejudice was not sustained, the Commis- 
sion said. 

Commissioner Eastman, dissenting, concurred in the finding 
with respect to the reasonableness of the rate, but said for the 
reasons stated in his dissent in the Kurth case referred to above, 
he did not concur in the finding with respect to undue prejudice. 
The defendants have been ordered to comply with the decision 
on or before November 22. 





LOADING OF REVENUE FREIGHT 


The Trafic World Washington Bureau 


Labor Day reduced the number of cars of revenue freight 
loaded the week ended September 10 to 748,118 as compared with 
830,601 cars in the preceding week, and 883,415 and 946,970 cars 
in 1920 and 1919, respectively, according to the weekly report of 
the car service division of the American Railway Association. 
The observance of Labor Day the week ended September 10 
makes impossible comparisons of any value with loadings in the 
preceding week. 

The loading by districts in the week ended September 10 and 
the corresponding week of 1920 was as follows: 

Eastern district: Grain and grain products, 7,245 and 5,911; 
live stock, 2,455 and 2,602; coal, 37,691 and 40,109; coke, 1,263 
and 3,699; forest products, 3,943 and 6,870; ore, 2,289 and 10,921; 
merchandise, L. C. L., 52,811 and 42,469; miscellaneous, 72,827 
and 90,667; total, 1921, 180,524; 1920, 203,248; 1919, 231,363. 

Allegheny district: Grain and grain products, 3,131 and 
2,851; live stock, 2,695 and 3,018; coal, 39,096 and 53,201; coke, 
2,100 and 8,044; forest products, 2,223 and 3,296; ore, 5,179 and 
13,405; merchandise, L. C. L., 40,794 and 35,609; miscellaneous, 
50,122 and 66,388; total, 1921, 145,340; 1920, 185,812; 1919, 207,603. 

Pocahontas district: Grain and grain products, 247 and 169; 
live stock, 296 and 205; coal, 16,581 and 22,529; coke, 146 and 
1,031; forest products, 979 and 1,846; ore, 78 and 215; merchan- 
dise, L. C. L., 4,867 and 5,016; miscellaneous, 3,916 and 4,957; 
total, 1921, 27,110; 1920, 35,968; 1919, 37,655. 

Southern district: Grain and grain products, 3,566 and 2,868; 
live stock, 1,835 and 2,086; coal, 19,859 and 28,641; coke, 326 ana 
1,451; forest products, 13,778 and 18,064; ore, 230 and 2,810; 
merchandise, L. C. L., 33,599 and 32,267; miscellaneous, 30,858 
and 36,191; total, 1921, 104,045; 1920, 124,378; 1919, 122,388. 

Northwestern district: Grain and grain products, 18,262 and 
12,351; live stock, 6,495 and 7,179; coal, 8,284 and 9,876; coke, 
497 and 1,598; forest products, 10,043 and 13,740; ore, 18,298 and 
44,099; merchandise, L. C. L., 24,716 and 25,002; miscellaneous, 
31,080 and 40,293; total, 1921, 117,675; 1920, 154,138; 1919, 160,758. 

Central Western district: Grain and grain products, 17,252 
and 10,590; live stock, 8,648 and 9,726; coal, 16,413 and 19,606; 
coke, 149 and 400; forest products, 5,423 and 6,787; ore, 692 and 
3,261; merchandise, L. C. L., 27,592 and 28,882; miscellaneous, 
40,650 and 38,246; total, 1921, 116,814; 1920, 117,498; 1919, 123,079. 

Southwestern district: Grain and grain products, 4,754 and 
4,257; live stock, 2,689 and 2,469; coal, 4,125 and 5,784; coke, 124 
and 104; forest products, 5,756 and 7,545; ore, 866 and 733; mer- 
chandise, L. C. L., 14,187 and 17,243; miscellaneous, 24,159 and 
24,238; total, 1921, 56,610; 1920, 62,373; 1919, 64,124. 

Total, all roads: Grain and grain products, 54,457 and 38,997; 
live stock, 25,108 and 27,285; coal, 142,049 and 179,741; coke, 
4,599 and 16,327; forest products, 42,145 and 58,148; ore, 27,632 
and 75,444; merchandise, L. C. L., 198,516 and 186,488; miscel- 
laneous, 253,612 and 300,980; total, 1921, 748,118; 1920, 883,415; 
1919, 946,970. 


RAILWAY EXPENSES CUT 


The Trafic World Washington Bureau 


The Commission’s statement on operating revenues and ex- 
penses of Class 1 steam roads in the United States, including 
201 steam roads and switching and terminal companies, for 
July and the seven months ending with July and the corre- 
sponding period of 1920, shows,the results of the efforts of the 
carriers to cut expenses in the face of diminished returns. 

With operating revenues dropping from $3,269,515,080 in the 
first seven months of 1920 to $3,138,780,605 in the first seven 
months of 1921, the carriers cut expenses from $3,087,816,986 in 
the 1920 period to $2,727,711,669 in the 1921 period, a reduction 
of $360,105,317. The 1921 period included one month—July—in 
which reduced wages were in effect. 

The railway operating income in the first seven months of 
1921 was $252,816,701 as compared with $25,137,932 in the 1920 
period and the net railway operating income was $213,552,249 
as against a deficit of $2,007,998 in the first seven months of 
1920. The ratio of expenses to revenue dropped from 94.44 per 
cent in the first seven months of 1920 to 86.90 per cent in the 
1921 period. 

Expenses for maintenance of way and structures were cut 
from $549,206,480 in the first seven months of 1920 to $485,897,125 
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in the first seven months this year, and the expenses for main. 
tenance of equipment were cut from $848,885,296 to $737,351,678. 
Transportation expenses, which are made up largely of Wages, 
were cut from $1,525,804,827 in the first seven months of 1999 
to $1,377,721,187 in the first seven months of 1921. 

In the eastern district the roads had a net operating income 
of $80,037,881 as compared with a deficit of $103,633,307 in the 
1920 period, and the operating ratio dropped from 101.97 per cent 
in the 1920 period to 88.42 per cent in the 1921 period. 

In the Pocahontas region the carriers had a net railway 
operating income of $16,669,019 in the first seven months of 192) 
as compared with $8,451,604, in the 1920 period, and the operating 
ratio dropped from 91.33 per cent in the 1920 period to 80.70 per 
cent in the 1921 period. 

In the southern district the roads had a net railway oper. 
ating income of $17,760,230 as compared with $16,816,428 in the 
1920 period and the operating ratio dropped from 91.59 per cent 
in the 1920 period to 89.92 per cent in the 1921 period. 

In the western district the roads had a net railway oper- 
ating income of $99,085,119 as compared with $76,357,277 in the 
1920 period and the operating ratio dropped from 87.48 in the 
1920 period to 84.72 in the 1921 period. 

In the month of July the carriers for the country as a whole 
had a net railway operating income of $69,298,521 as compared 
with a deficit of $12,053,290 in July, 1920. The ratio of expenses 
to revenues dropped from 97.18 per cent in July, 1920, to 78.39 
per cent in July this year. The railway operating revenues 
dropped from $529,149,754:in July, 1920, to $462,489,446 in July 
this year and expenses dropped from $514,254,089 to $362,841,183 
in July this year. 

Expenses for maintenance of way and structures dropped 
from $100,857,228 in July, 1920, to $65,161,318 in July this year 
and maintenance of equipment dropped from $138,580,346 in July, 
1920, to $95,097,865 in July, 1921. Transportation expenses were 
cut from $247,690,003 in July, 1920, to $178,618,999 in July this 
year. This reduction reflects the wage cuts authorized by the 
Railroad Labor Board. 

In the eastern district the roads in July had a net railway 
operating income of $27,336,133 as compared with a deficit of 
$17,807,147 in July, 1920. The operating ratio decreased from 
102.49 in July, 1920, to 80.27 in July this year. 

In the Pocahontas region the carriers had a net railway op- 
erating income of $3,858,704 in July as compared with a deficit 
of $270,305, in July, 1920, and the operation ratio decreased from 
99.98 in July, 1920, to 72.18 in July this year. 

In the southern district the carriers had a net railway op- 
erating income of $4,509,535 in July as compared with a deficit 
of $2,904,795 in July, 1920, and the operating ratio dropped from 
101.11 in July, 1920, to 86.23 in July this year. 

In the western district the roads had a net railway operat- 
ing income of $33,594,149 in July as against $8,928,957 in July, 
1920, and the operating ratio decreased from 89.65 in July, 1920, 
to 75.54 in July this year. 


EXPRESS RATE INVESTIGATIONS 
The Trafic World Washington Bureau 


Denial by the state commissions of Utah and Arizona of 
petitions by the American Railway Express Co., asking authority 
to make applicable to intrastate express traffic in those states 
increases in rates and changes in classification similar to those 
permitted by the Commission on interstate traffic, has resulted in 
the Commission ordering investigations to determine whether 
the rates and classifications required by the states cause or will 
cause any undue or unreasonable advantage, preference or preju 
dice, as between persons or localities in intrastate commerce, 0n 
the one hand, and interstate or foreign commerce, on the other 
hand, or any undue, unreasonable or unjust discrimination 
against interstate or foreign commerce. On application of the 
express company, the Commission entered orders of investiga 
tion in No. 13068, in the matter of intrastate rates of the Amer! 
can Railway Express Co. between points in the state of Arizona, 
and in No. 13070, in the matter of intrastate rates of the Amer! 
can Railway Express Co. between points in the state of Utah. 


WISCONSIN LINE ABANDONMENT 


Application for authority to abandon its Washburn branch 
in Bayfield county, Wis., has been made to the Commission by 
the Northern Pacific. The branch consists of 33.78 miles of 
main track and 3.11 miles of yard track and sidings. It was 
formerly the main line of the Washburn, Bayfield & Iron River 
Railway Co., and was purchased in 1902 by the Northern Pa 
cific. Since that time it has never earned operating expenses 
but has always been operated at a considerable loss, the com- 
pany said. With the exception of the city of Washburn, ac 
cording to the application, the territory served is very sparsely 
settled, is unproductive and contains no prospect of future de- 
velopment. Washburn is served by the Chicago, St. Paul, Min- 
neapolis & Omaha, and abandonment of the branch would be 
in the public interest by reason of the saving in expense of 
operation and would inconvenience but few people, the North- 
ern Pacific said. 
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RATES ON CEMENT 


Examiner John T. Money, in a tentative report on No. 11857, 
Iola Cement Mills Traffic Association et al. vs. Director-General, 
as agent, Cassville & Exeter Railway Co. et al., has proposed 
that the Commission find that rates on cement from points in 
the Kansas gas belt and from Dewey, Okla., to points in Nebras- 
ka, South Dakota, Wyoming, Iowa and Missouri were unreason- 
able and that reparation be awarded, and also that intrastate 
rates on cement between points in Kansas during federal control 
were not unreasonable or otherwise unlawful. The rates charged 
during the period August 8, 1918, to February 28, 1920, both in- 
clusive, were established August 8, 1918, following Western 
Cement Rates, 48 I. C. C., 201, and Cement to Montana, 48 I. C. 
C., 402, wherein the Commission prescribed maximum rates for 
the interstate transportation of cement within western trunk line 
territory and certain other territories adjacent thereto, includ- 
ing the territory involved in the instant case. The Commission 
required that the carriers, in conforming to the decisions, 
use aS a measure for the scale rates therein prescribed the dis- 
tances via “short-line workable routes,” and that no distinction 
should be made in rates for hauls over more than one line, and 
that the carriers should establish through routes and joint rates 
via all reasonably available direct lines. The carriers con- 
strued “short-line workable routes” to mean the short-line dis- 
tances by way of existing routes ordinarily and customarily used 
and in connection with which they had divisions, and they pub- 
lished rates based on such distances. On February 17, 1919, in a 
supplemental report, 52 I. C. C., 220, the Commission construed 
the former decision with respect to the routes as follows: 

“What the Commission had in mind was the shortest dis- 
tance via reasonable and practicable routes. Such routes might 
or might not be the routes via which the carriers ordinarily 
moved the traffic. They mighi or might not be the shortest pos- 
sible routes. It was expected that fair judgment would be exer- 
cised in ascertaining each short-line workable route and that 
when such route had been ascertained the distance via that route 
would be the measure of the rate.” 

Effective February 29, 1920, the cement rates were revised 
in such a way as to conform to the supplemental decision. This 
subsequent revision had the effect of reducing the rates from the 
gas belt producing points to many points in Nebraska, South Da- 
kota, Iowa, Wyoming and Missouri. These reductions ranged 
from half a cent to about 3 or 4 cents per 100 pounds. The com- 
plainants sought reparation down to the basis of these rates, and 
the examiner recommended such relief. 


DEMURRAGE REPARATION 


Examiner Warren H. Wagner, in a tentative report on No. 
12083, Louisa Schaeffer et al. vs. Lehigh Valley, has proposed 
that the Commission award reparation on a holding that de- 
murrage charges assessed for detention at Townley, N. J., of 
carload shipments of hay were illegal and unreasonable. The 
complainants alleged that demurrage charges collected for de- 
tention at Townley, during April, May and June, 1920, of 55 
carloads of hay originating at points on defendant’s lines west 
of South Plainfield, N. J., or at points on connecting lines west 
of Wilkes-Barre, Pa., and ordered reconsigned to destinations 
east of Townley were illegal, unreasonable, unjustly discrimi- 
natory and unduly prejudicial. The allegations of unjust dis- 
crimination and undue prejudice were abandoned at the hearing. 
Townley is a reconsignment point for hay on the Lehigh Valley 
about 14 miles west of Jersey City. Upon arrival of the ship- 
ments at Townley on April 1 and succeeding dates notice of 
arrival was sent to complainants, who within 24 hours gave 
orders in conformity with existing tariff provisions to reconsign 
to various destinations, mainly New York Harbor and Long 
Island points not specifically named. 

Because of various labor strikes, the examiner said, defend- 
ant had issued a series of embargoes, the first effective April 1, 
1920, which prohibited delivery to New York Harbor lighterage 
delivery points throughout April, May and June, 1920, and to 
other points in or via New York during certain periods. De- 
fendant refused to comply with complainants’ reconsigning in- 
structions, as the desired destinations were embargoed, the ex- 
aminer said. The complainants, without success, attempted to 
induce defendant to deliver the shipments at the Jersey City 
Water line in order that the complainants might move the ship- 
ments thence in their own barges or offered to accept delivery 
at Grand Street, Jersey City, or at other points where they might 
Supply the trade. Demurrage was assessed for periods of deten- 
lion ranging from one to thirty-one days in accordance with de- 
fendant’s general demurrage tariff under the average agreement 
Dlan, the examiner said. Because of the acute hay shortage at the 
ime, the customers, in some instances, removed the hay from 
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Townley by trucks and the remaining shipments were eventually 


reconsigned. 

The general reconsigning tariff of defendant contained a pro- 
vision providing that orders for reconsignment would not be 
accepted at or to a station or to a point of delivery against 
which an embargo is in force or, except on perishable freight, 
coal, coke or fuel oil, to a station or to a point of delivery against 
which an embargo was in force at the time the shipment was 
forwarded from point of origin. This tariff, however, the exam- 
iner said, did not govern reconsignment of freight from Town- 
ley to New York Harbor points and the tariff applicable thereto 
did not prohibit reconsignment to an embargoed point. The 
defendant contended that, although the tariff governing recon- 
signment to New York Harbor points therein named did not 
contain a limitation upon reconsignment to embargoed points, 
that the provision in the general reconsignment tariff was broad 
enough to put complainants upon notice and that demurrage 
charges were accordingly legally assessed upon all the ship- 
ments without regard to ultimate destination. 

“This position,’ the examiner said, “is untenable, as the 
rights and obligations of the shippers are determined by the gov- 
erning tariff and not by knowledge of defendant’s usual practice 
indicated by other tariffs.” 

The examiner said seventeen of the shipments left original 
points of origin before the placing of the first embargo and that 
complainants contended that as to such shipments orders for 
reconsignment should have been accepted and no demurrage 
assessed, as the date of the original shipment determined the 
rights and obligations attaching to that shipment throughout its 
transportation. The examiner pointed out that the general re- 
consigning tariff provided that no orders for reconsignment would 
be accepted to a station against which an embargo was in force 
and attempted reconsignment to destinations other than to New 
York were subject to that limitation. As to shipments which 
left points of origin subsequent to the effective date of the em- 
bargoes, the complainants contended the embargoes were so 
widespread as to prevent reconsignment to any points at which 
they could have disposed of the hay and that it was unreason- 
able to assess demurrage charges against them, as there was 
no service to which the shipper might resort which the carrier 
held itself out to perform. If complainants’ contention were 
sustained, the examiner remarked, it would mean that a carrier 
would be obligated to maintain an open route to some ready 
market or forego demurrage, no matter what exigencies com- 
pelled the embargo. 

“The general reconsigning tariff prohibited reconsignment, 
after removal of the embargo, to a destination against which 
an embargo was in force at the time the shipment was forwarded 
from point of origin,’ the examiner said. “It appears possible 
that some of the demurrage on shipments ordered reconsigned 
to other than New York Harbor points was assessed by reason 
of this provision condemned by the Commission in Reconsign- 
ment Case, supra (47 I. C. C. 590, 634), and later cases.” 

The examiner recommended that the Commission find that 
demurrage charges assessed on shipments ordered reconsigned 
to destinations shown in defendant’s New York Harbor tariff 
were illegal; that demurrage charges assessed on shipments 
which originated during the existence of an embargo, but were 
ordered reconsigned to destinations other than New York Har- 
bor points subsequent to the removal of such embargo were 

unreasonable and that demurrage was legally and lawfully 
charged on the remaining shipments. 


RATE ON CAST IRON FURNACES 


A rate of $2.25 on cast iron furnaces with sheet metal cas- 
ings and caps, from Cincinnati to Pacific coast points during the 
period from October 23, 1918, to October 8, 1919, was not unrea- 
sonable or unjustly discriminatory and the complaint should 
be dismissed, Examiner John B. Keeler has proposed in a tenta- 
tive report on No. 12020, the Monitor Stove Co. vs. Director-Gen- 
eral, as agent, Canadian Pacific et al. The shipments involved 
moved from Cincinnati to San Francisco, Portland, Seattle, Ta- 
coma and Spokane, and the furnaces were knocked down and the 
parts were crated. The weights of the shipments varied; those 
in 36-foot cars averaging 27,250 pounds, and those in 50-foot cars 
14,800 pounds. The examiner said the tariffs in effect at the 
time of movements carried commodity rates of $2.25, minimum 
24,000 pounds, from Cincinnati to San Francisco, Portland, Seat- 
tle, and Tacoma, and $1.90, minimum 24,000 pounds, to Spokane 
on “furnaces, air or steam,” and these were the rates legally 
applicable and generally collected on the shipments. The same 





tariffs carried a rate of $1.625, minimum 40,000 pounds, from 
Cincinnati to all of the points involved, on “cast iron furnaces 
The complainant contended that the latter rate was 
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legally applicable to the shipments, but the examiner said that 
contention was not sound. On December 31, 1919, the tariffs were 
amended, making the $1.625 rate applicable to cast iron fur- 
naces with sheet iron or steel casings and complainant asked 
reparation to that basis. The defendants said that the rate of 
$1.625 was established on cast iron furnaces to meet competition 
through the Panama Canal; that the competition was not so keen 
in the case of furnaces with sheet metal parts and that the 


$1.625 rate was not originally made applicable to that class of 
furnaces for that reason. 


RATES ON PACKING HOUSE PRODUCTS 


Examiner John T. Money, in a tentative report on No. 12336, 
Armour & Co. vs. Director-General, as agent, has recommended 
that the Commission hold that minimum charges applicable on 
less-than-carload shipments of packing-house and other food 
products, from East St. Louis, Ill., to points in southern states, 
were not unreasonable, but that reparation be awarded because 
many shipments were overcharged. The shipments moved dur- 
ing the period from June 25, 1918, to May 30, 1919, from East 
St. Louis to points in Kentucky, Tennessee, Mississippi, Ala- 
bama, North Carolina, South Carolina, Georgia and Florida, and 
were handled in peddler cars. The charges collected were 
based on minimum charges of either 63 or 94 cents, depending 
upon the routes of movement and the destinations. The com- 
plainant contended the minimum charges on all the shipments 
were unreasonable to the extent that they exceeded 50 cents. 
The examiner said that prior to June 25, 1918, the minimum 
charges applicable were either 25 cents, 50 cents or 75 cents, 
and that in all instances the charges on the shipments involved 
were collected on the basis of minimum charges of either 50 
cents or 75 cents, plus 25 per cent, or 63 and 94 cents. He said 
an examination of the governing tariffs failed to disclose any 
provision for adding the 25 per cent increase to the existing 
minimum charges and that many of the shipments were thus 
overcharged. The defendants contended the 25 per cent increase 
was provided under G. O. No. 28. 


RATES ON BLACKSTRAP MOLASSES 


A recommendation that the Commission find that the rates 
applicable on blackstrap molasses in tank-car loads, from New 
Orleans and Mobile to Birmingham, Ala., were and are unrea- 
sonable and unduly prejudicial and award reparation has been 
made by Examiner Burton Fuller, in a tentative report on No. 
12342, Western Grain Co. vs. Director-General, as agent, L. & 
N. et al. The complainant alleged that the rates on blackstrap 
between the points involved preferred Nashville, Tenn., and 
other points, and were unjust and unreasonable. 

“The Commission should find,’ the examiner said, “that the 
rates applicable to blackstrap, of or released to a value of 8 
cents or less per gallon, in tank-car loads, from Mobile and New 
Orleans to Birmingham, were, are, and for the future will be, un- 
reasonable to the extent that they exceeded and exceed 20 cents 
per 100 pounds prior to August 26, 1920, and 25 cents per 100 
pounds thereafter; that the rates maintained on the above de- 
scribed traffic to Birmingham are and for the future will be 
unduly prejudicial to Birmingham and unduly preferential of 
the competing points named in the above table (Nashville, Union 
City, Dyersburg and Memphis, Tenn.) to the extent that they 
exceed rates 2.5 cents per 100 pounds lower than the rates con- 
temporaneously maintained on like traffic to Nashville.” 

The examiner said the defendants should waive under- 
charges to the basis herein found reasonable on any shipments 
upon which charges were collected at rates lower than 20 cents, 
prior to August 26, 1920, and 25 cents thereafter. He said the 
findings were not to be construed as applying to the transporta- 
tion of domestic blackstrap from Mobile to Birmingham, moving 


wholly within the limits of the state of Alabama and subsequent 
to federal control. 








RATE ON GARBAGE TANKAGE 


An award of reparation has been recommended by Examiner 
R. L. Shanafelt in a tentative report on No. 12189, Indiana Reduc- 
tion Co. vs. Director-General, as agent, on a proposed holding 
that a rate on ground garbage tankage from Dupo, IUll., to Little 
Rock, Ark., between November 1, 1918, and March 31, 1919, was 
unreasonable. The shipments aggregated 1,133,000 pounds and 
charges were collected at the applicable class E rate of 22% 
cents, minimum weight 40,000 pounds. The examiner said that 
from and to the same points there were contemporaneously in 
effect commodity rates of 12.5 cents on unground garbage tank- 
age, minimum 40,000 pounds; 16.5 cents on packing house tank- 
age, minimum 40,000 pounds, and 20 cents on fertilizers as listed 
and rated class E in the current western classification, minimum 
30,000 pounds, but that ground garbage tankage was not in- 
cluded therein. He said, further, that, effective December 31, 
1919, the description of fertilizers was amended to include garb- 
age tankage without distinction as to whether it was ground or 
unground, and that had this change been made prior to the 
movement the 20-cent rate would have applied. The complainant 
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contended that the rate charged was unreasonable to the extent 
that it exceeded the 12.5-cent rate on unground garbage tankage. 

The defendant contended that the shipments were sporadic 
and properly subject to the class basis and that the rate charged 
was not unreasonable as a class rate. The examiner reached a 
conclusion that the rate assailed was unreasonable to the extent 


tht it exceeded 20 cents and that reparation should be made, 
down to that basis. 


REFRIGERATION CHARGES 


On complaint alleging that the defendants have unjustly and 
without authority applied the charges provided in Rule No. 240, 
of Perishable Protective Tariff No. 1, J. E. Fairbanks, agent, I. C, 
C. No. 6, to shipments of meats and packing house products 
moving from Seattle, Wash., Attorney-Examiner M. A. Pattison, 
in a tentative report in No. 12158, Frye & Co. vs. Great Northern 
et al., has recommended that the Commission hold that the pro- 
visions of the rule referred to are applicable on shipments of the 
commodities mentioned and that the charges therein named 
are not unreasonable or unduly prejudicial. He recommends dis- 
missal of the complaint. 

The complainant alleged that the defendants have unjustly 
and without authority assessed refrigeration charges on ship- 
ments of meats and packing house products moving under ice 
furnished by complainant and not reiced in transit. The charges 
have not been paid and the complainant asked that it be re- 
lieved from any obligations with respect thereto. The attorney- 
examiner said it was clear that meats and packing house prod- 
ucts are perishable commodities and as such are included within 
rule No. 240 of section 2, except where, under other sections of 


the tariff, a different basis of charges is specifically made ap- 
plicable thereon. 


PRESERVED FRUITS, JELLIES, ETC. 


Rates on preserved fruits, jellies, and fruit butters, in car- 
loads, from Louisville, Ky., to St. Paul and Duluth, Minn., are 
not unreasonable but they are unduly prejudicial to the extent 
that they exceed the rates from St. Louis to St. Paul and Duluth 
by more than 18.5 cents and 15.5 cents, respectively, according 
to the proposed report of Examiner Howard Hosmer on No. 12253, 
Goodwin Preserving Co. Inc. vs. Louisville Bridge & Terminal 
Railway Co., et al. The products manufactured by the complain- 
ant are rated fifth class in official classification, the examiner 
said, as well as in the two other principal classifications. The 
fifth class rate from Louisville to both St. Paul and Duluth is 
63.5 cents. The complainant alleged that since August, 1920, 
it had lost business at St. Paul and Duluth to competitors at 
St. Louis because of the lower rates from St. Louis. 

“Though the record fails to establish the unreasonableness 
of the rates assailed,’ the examiner said, “it does indicate that 
the rates on jellies and preserves from St. Louis are lower than 
they might properly be in comparison with those charged com- 
plainant. For a distance of 573 miles the fifth-class rate from 
St. Louis to St. Paul is 36 cents, yielding ton-mile earnings of 
1.25 cents, while the rate of 63.5 cents from Louisville to the 
same point for a distance of 724 miles yields earnings of 1.75 
cents per ton mile. The fifth-class rate of 44 cents from St. 
Louis to Duluth, 724 miles, gives ton-mile earnings of 1.21 cents, 
compared with 1.45 cents under the 63.5-cent rate from Louisville 
for a distance of 877 miles. The rates from St. Louis are shown 
to have resulted from boat line competition on the Mississippi 
river and also from that of rail carriers serving Chicago. Rates 


from St. Louis to St. Paul are 105 per cent of those from Chicago, 
though the distance is 144 per cent.” 


ALLOWANCE FOR ICING CARS 


Examiner H. C. Wilson held a rehearing on No. 11640, Swift 

& Co. vs. Director-General, in Chicago, September 17. The Com- 
mission in its decision on that case, 61 I. C. C., 183-4, held that 
the allowances made to the packing company for performing 
icing charges on shipments of poultry, butter, eggs and cheese 
between points in Illinois, Indiana, Iowa, Michigan and Ohio, be- 
tween March 15 and September 5, 1919, were not unreasonable, 
because the complainant had failed to show that the cost of the 
service performed was in excess of the railroad’s maximum 
allowance of $3. 
It was alleged by the complainants at the original hearing 
that on March 15, 1919, the Director-General increased his 
charges for icing from $2.50 to $4, plus the cost of the salt used, 
not to exceed 75 cents per 100 pounds, and, at the same time, 
failed to make any increase in the allowance made to shippers 
of the above mentioned perishable commodities when they pe!- 
formed their own icing. The packing interests immediately pro- 
tested, but it was not until September 5, 1919, that the Director- 
reneral consented to an allowance equal to his charges for a 
similar service. 

Ross D. Rynder, attorney for Swift & Co., requested a reheal- 
ing in order to produce the necessary cost figures, and evidence 
of that character was all that was put in on September 17. Vul- 
ing the time these shipments moved, according to figures submit- 
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ted by Guilbert Ford, of the complaining company’s traffic de- 
partment, the cost of icing ranged from $5.47 per car in Ohio to 
$6.72 in Illinois. He said that the deficiency in the allowance 
made by the Director-General for icing had the effect of increas- 
ing the rates on dairy products, shipped from and to various 
Swift plants, by amounts ranging from 3.73 to 12.5 cents per 
hundred pounds. Reparation claimed amounted to $3,153.55. 

The Director-General submitted no evidence other than a 
statement filed during December, 1920, with the National Perish- 
able Freight Committee, by Swift & Co., in which they alleged 
that the cost of ice at Clinton, Iowa, during that year was $2.50 
per ton, including the labor necessary for loading it into the 
tanks of refrigerator cars. 


RATE ON GRAIN PRODUCTS 


On a proposed finding that rates assessed on shipments of 
flour and grain products milled at Buhler, Kan., from wheat 
originating in Oklahoma and Kansas and shipped to eastern 
points, during federal control, was not illegally assessed or un- 
reasonable, Examiner John B. Keeler has recommended dismissal 
of the complaint in No. 12310, the Buhler Mill & Elevator Co. 
vs. Director-General, as agent, et al. Buhler is on the line of the 
Frisco, extending from Beaumont Junction, Kan., to Ellsworth, 
Kan., and the direct route of the Frisco to the east from most of 
the points of origin of the shipments is through Tulsa, Okla., but 
the rates are also applicable via Beaumont Junction, the examiner 
said. The applicable transit tariff authorized milling at Buhler at 
the rates proper plus an out-of-line charge for the added haul 
from Beaumont Junction to Buhler and return. Prior to June 
25, 1918, the out-of-line charge was 3 cents, the examiner said. 
On that date, under G. O. No. 28, general supplement to the 
applicable tariffs became effective, which the defendants con- 
strued as separately increasing the rates proper and the out- 
of-line charge and charges were assessed on that basis. The 
complainant protested against the defendants’ interpretation of 
the supplements, but the examiner said the defendants were 
correct. 


RATES ON MEAT AND POULTRY 


A finding of unreasonableness as to rates on fresh meats 
and dressed poultry, in carloads, from Kansas City, Kan., South 
St. Joseph, Mo., and Omaha, Neb., and on packing-house products 
from Kansas City and South St. Joseph to Ohio River crossings, 
applicable on traffic destined to points in southeastern territory, 
has been proposed by Examiner Howard Hosmer in a tentative 
report on No. 12648, Swift & Co. vs. A. T. & S. F. et al. The 
rates were attacked because of an increase of half a cent per 100 
pounds applied December 2, 1920. The complainant and Armour 
& Co., the latter having intervened, make large shipments of the 
commodities involved into the southeast from their plants at the 
various Missouri River points, the rates being made by combina- 
tion on Ohio and Mississippi River crossings. The examiner said 
from 1909 to August 26, 1920, the through rates via all these cross- 
ings were the same, but the application of the percentage increases 
authorized by the Commission in Ex Parte 74 made the through 
rates via Memphis to certain destinations 1 cent and to others 
half a cent higher than those available via Cairo and other Ohio 
River crossings. In order to restore the parity formerly existing, 
the examiner said, the defendants made the increase complained 
of, publishing a rate of 29.5 cents on packing-house products 
from Kansas City and South St. Joseph and rates on fresh meats 
and dressed poultry of 37.5 cents from those two points and 43 
cents from Omaha. With the same object the carriers operating 
southward from the Ohio River crossings attempted to make a 
similar increase in the factors applicable to the hauls beyond 
the crossings in those instances where the through rates were 
lower via those gateways than via Memphis, but that increase 
was not permitted to go into effect, the examiner said, citing 
Fresh Meats and Dressed Poultry from Ohio River, 61 I. C. C., 
610, and adding that the facts stated in that report were almost 
identical with those on which the instant case was based. 

“For complainant it is pointed out,’ Examiner Hosmer said, 
“that defendants have made no attempt to equalize their class 
rates from Kansas City and St. Joseph to southeastern destina- 
tions via Cairo with those applicable between the same points 
via Memphis, and the same is true of certain commodity rates. 
Complainant and intervener state that they have no interest in 
equalizing the rates through the various gateways and contend 
that if the carriers desire such equalization they should bring 
it about by reducing the rates via Memphis rather than by in- 
creasing the rates via the Ohio River crossings in amounts ex- 
ceeding those authorized in Ex Parte 74. The soundness of this 
contention seems unquestionable. Defendants offered no evidence 
and admit that the decision in Fresh Meats and Dressed Poultry 
from Ohio River, supra, is controlling of the question presented.” 

The examiner said the Commission should find that the rate 
on packing-house products from Kansas City and South St. 
Joseph is and for the future will be unjust and unreasonable to 
the extent that it exceeds 29 cents; that the rate on fresh meats 
and dressed poultry from the same points is, and for the future 
wiil be, unjust and unreasonable to the extent that it exceeds 
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37 cents, and that the rate on fresh meats and dressed poultry 
from Omaha is, and for the future will be, unjust and unreason- 
able to the extent that it exceeds 42.5 cents. 


RATES ON AGATE BOULDERS 

Rates on less-than-carload shipments of agate boulders, or 
agate in the rough, in barrels and boxes, from points in Mon- 
tana to San Francisco, Cal., during federal control, were not 
unreasonable, but rates on similar shipments in bags were un- 
reasonable and reparation should be awarded, Examiner Leo J. 
Flynn has recommended, in a tentative report on No. 12340, 
Agate Products Co. vs. Director-General, as agent. 





RATES ON FULLER’S EARTH 

Examiner J. P. McGrath, in a tentative report on No. 12256, 
Choate Oil Corporation et al. vs. Director-General, as agent, 
A. B. & A. et al., has recommended an award of reparation on 
a finding that rates on fuller’s earth, in carloads, from Midway, 
Quincy and Ellenton, Fla., to Oklahoma City, Okla., were unrea- 
sonable and unduly prejudicial to the extent that the com- 
ponents thereof from Memphis, Tenn., to Oklahoma City ex- 
ceeded 27.5 cents prior to August 26, 1920, and 37 cents there- 
after. The rate found reasonable has been established, the ex- 
aminer said. 


RATES ON WOOD PULP 

Dismissal of the complaint in No. 11858, Crown Willamette 
Paper Co. vs. Director-General, as agent, Willamette Navigation 
Co. et al., has been recommended by Examiner Richard T. Eddy 
on a finding that rates on wood pulp from Camas, Wash., West 
Linn and Lebanon, Ore., to Floriston and Los Angeles, Cal., be- 
tween September 1, 1917, and July 1, 1918, were not unreasonable 
or unduly prejudicial. The report also embraces No. 11858, Sub. 
No. 1, Crown Willamette Paper Co. vs. Director-General, as agent, 
et al. 


RATES ON GASOLINE 

Examiner J. Edgar Smith, in a report on No. 12279, Atlantic 
Refining Co. vs. Chesapeake & Ohio et al., has recommended a 
holding of unreasonableness as to rates on 296 tanks of gasoline 
from Leach, Ky., to Point Breeze (Philadelphia), which moved 
in the period from April 1, 1919, to February 27, 1921, at varying 
rates, including the full fifth class from December 31, 1919, to 
November 30, 1920. The rates varied from 31.4 in September, 
1919, to 61 cents on August 26, 1920. Smith recommended a 
holding that they were unreasonable because and to the extent 
that they exceeded three cents more than the rates from Cat- 
lettsburg, Ky. The Chesapeake & Ohio conceded the unreason- 
ableness of the full fifth class rate. The complainant asked for 
a rate of two cents over Catlettsburg prior to August 26, 1920. 
The examiner said that three cents over recommended by him 
would be practically the two-cent arbitrary requested plus 40 
per cent, the amount of the increase allowed on August 26, 1920. 





RATES ON SILICA SAND 


Examiner R. L. Shanafelt, in a tentative report on No. 12495, 
Silica Sand Producers’ Traffic Association et al. vs. Pennsylva- 
nia, Director General, as agent, et al., has recommended dis- 
missal of the complaint on a finding that through rates on 
silica sand from Ottawa, Wedron, Millington and Oregon, IIl1., to 
Anderson, Elwood and Bethevan, Ind., were applicable, not un- 
reasonable and not in violation of the fourth section. The re- 
port also covers No. 12468, Silica Sand Producers’ Traffic Asso- 
ciation (Anderson division) vs. Same. The examiner referred 
to Silica Sand Producers’ Association vs. Director General, 58 
I. C. C., 549, and 60 I. C. C., 453, wherein among others, the rate 
from the Ottawa district to Anderson was before the Commis- 
sion. In that case the Commission approved a through rate of $1.90 
to Anderson, which was then also the rate to Elwood and 
Bethevan, and that is the present rate as increased under Ex 
Parte 74. The examiner said there was nothing in the present 
records to warrant a different finding. 


RATES ON GLASS SAND 


Rates on glass sand from Hancock to Parkersburg, W. Va., 
during federal control, were not unreasonable or discriminatory, 
Examiner H. W. Archer has recommended that the Commission 
hold in No. 12588, General Porcelain Co. vs. Director General, as 
agent, B. & O., et al. The rate complained of was $1.90 per net 
ton prior to August 26, 1920, and $2.70 thereafter. 


RATES ON GAS OIL 


A finding of unreasonableness, an order of reparation, and 
an order establishing commodity and group relationships have 
been recommended by Examiner Charles R. Seal in a report on 
No. 12478, Keokuk Electric Co. vs. Director-General, A. T. & 
Ss. F. et al. The complaint challenged the reasonableness of 
rates on gas oil from points in Boyd’s I. C. C. A-916 in groups 
1, 2 and 3 in Missouri, Kansas and Oklahoma, to Keokuk, Ia., 
because and to the extent that they exceeded the basis prescribed 
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in 58 I. C. C. 53 for fuel oil. 
rates from December 1, 1917. 

Seal said the Commission should find the rates imposed on 
gas oil were unreasonable to the extent that they exceeded five 
cents per 100 pounds the rates on refined oils and to the extent 
that they exceeded the St. Louis group rates by more than one 
cent per 100 pounds. 

Reparation is to be made only on the oil bought in the open 
market and on which the complainant paid the charges. Where 
the amount of the freight rate was deducted from the invoice, 
the examiner said, obviously the complainant had not borne the 
freight charges. 


The complaint asked for proper 





RATES ON FULLER’S EARTH 


On a proposed finding that rates charged for the transpor- 
tation of fuller’s earth from Ellenton, Fla., to Clarendon, Pa., in 
the period May, 1916, to July, 1916, inclusive, were not unrea- 
sonable, unjustly discriminatory, unduly prejudicial or in viola- 
tion of the fourth section, Examiner J. Edgar Smith has recom- 
mended dismissal of the complaint in No. 12392, Clarendon Re- 
fining Co. et al. vs. Atlantic Coast Line et al. 





RATES ON FOUNDRY FLASKS 

A joint fifth class rate of $2.19 per 100 pounds on iron 
foundry flasks, from Chicago Heights, Ill., to Oakland, Cal., was 
unreasonable to the extent that it exceeded a rate of $1.125. 
Examiner John A. McQuillan has recommended that the Com- 
mission so hold in No. 12264, American Manganese Steel Co. 
vs. Director-General, as agent, B. & O., et al. He also recom- 
mended reparation down to the basis of the rate found reason- 
able and that the reasonable rate for the future should be not 
in excess of $1.50. The examiner followed Moreland Motor 
Truck Co. vs. Director-General, 60 I. C. C. 180, wherein the 
Commission held that the rate on pressed steel side members 
of automobile truck frames, from Milwaukee to Los Angeles, 
was unreasonable to the extent that it exceeded the rate con- 
temporaneously in effect on structural steel channel, which at 
the time was $1.125. 


RATES ON SCRAP IRON TO SEATTLE 
Dismissal of the complaint in No. 12491, Kohan & Falk 
Co. vs. Oregon Short Line et al., on a finding that the applicable 
class D rate of 49 cents on scrap iron, from Burmah, Idaho, to 
Seattle, Wash., in November, 1917, was not unreasonable or 
otherwise unlawful, has been recommended in a tentative report 
thereon by Examiner Leo J. Flynn. 








RATES ON BOTTLE CAPS AND NECK WRAPPERS 


An award of reparation in No. 12467, Los Angeles Ice & 
Cold Storage Co. vs. Director-General, as agent, Central of New 
Jersey, et al., has been recommended by Examiner Leo J. Flynn, 
on a finding that a commodity rate of $3.44, applicable on paper 
and articles of paper “stamped for decorating purposes,’ which 
was charged on paper bottle neck wrappers or caps from Vineland, 
N. J., to Los Angeles, Cal, was not legally applicable, because 
the legal rate was the commodity rate of $2.74, applicable on 
bottle caps. Reparation down to the basis of the rate of $2.74 
should be made, he said. 


FREIGHT TRAFFIC OFFICERS MEET 


In opening the annual meeting of the American Association 
of Freight Traffic Officers, which was held in Chicago, September 
19, President Fred Zimmerman, vice-president of the Monon, 
expressed gratification over the number of members present. 
“That so many should have come here from 300, 400 and even 
1,000 miles,” he said, “to attend the first annual meeting held 
since 1917, speaks volumes for the affection and enthusiasm we 
have for our association.” 

Satisfaction was expressed over the report of the member- 
ship committee, which, in the absence of W. A. Terry, third vice- 
president and chairman ex-officio of the membership committee, 
was read by Charles Barham. This report showed that, although 
the membership of the association had declined from 609 to 
589 in the three and a half years in which the business affairs 
of the association were in suspension, it had increased to 709 
since May 11, 1921, when the reorganization meeting was held. 
This gain, according to the report, was due chiefly to the cir- 
cularizing of all class I roads to ascertain what eligible officers 
there were who were not members of the association. Of two 
hundred roads thus approached only 88 responded, from which 
over 100 members were obtained. | 

Plans for increasing the membership occupied the thoughts 
of the meeting for some time. By voting an amendment to the 
constitution the age limit was raised from 45 to 50, thus auto- 
matically making a large number of freight traffic officers eligi- 
ble for membership. A suggestion for creating a class of emer- 
itus members for officials over the age limit was favorably con- 
sidered and ordered reported to the membership by mail and 
placed on the docket for consideration at the next annual meet- 
ing. It was also planned to approach the American Short Line 





THE TRAFFIC WORLD 












Vol. XXVIII, No. 13 


Association with an invitation to have the freight traffic officers 
of the smaller lines join the association. As expressed by W. R. 
Alberger, vice-president and general manager of the Oakland 
Railways, “the lines may not be as long as the New York Cen- 
tral, but they are usually just as wide.” Mr. Alberger also pro- 
posed amending the constitution of the club to take in traffic 
officers of electric lines. The suggestion also met with approval 
and he was instructed to submit the proposed amendment to the 
secretary in the regular manner. 

The report of the membership committee was received with 
thanks, as were also the reports of the various officers. The 
subject of group insurance as a substitute for the assessment 
plan now used by the association was discussed, but did not 
seem to meet with favor, many of the members advocating the 
retention of the present methods for purely sentimental associa- 
tions. It was pointed out that the organization: had been formed 
primarily for good fellowship and that each member felt his 
assessment on the death of a friend as a personal tribute. An- 
other amendment to the constitution was adopted, providing for 
the reinstatement of suspended members. 

While the committee on nominations was deliberating, the 
meeting was addrssed by Lewis Pilcher, secretary of the claim 
division of the American Railway Association. Mr. Pilcher point- 
ed out the numerous ways in which traffic officers can be of 
assistance in reducing the losses in loss and damage now being 
suffered by the American railroads. He stressed the fact that 
these claims at preseit amount to 1.79 per cent of the gross rey- 
enues of the carriers, whereas the entire traffic expense amounts 
to only 1.27 per cent. 

In reporting, the nominating committee—D. M. Goodwyn, 
freight traffic manager, L. & N., chairman; F. C. Reilly, traffic 
manager, Western Classification territory, and Paul Wadsworth, 
traffic manager, D. & H. Company, Albany—recommended that 
the entire ticket, as elected for the unexpired term last May, be 
continued in office for another year. The report met with ap- 
plause and President Zimmerman expressed gratification. “I 
have no false modesty,” he said. “I am interested in continuing 
the work for another year.” 

The officers, as unanimously elected, are as follows: Presi- 
dent, Fred Zimmerman, V. P., C. I. & L. Ry., Chicago; first vice- 
president, C. T. Airey, V. P.; Cent. of Ga. Ry., Savannah, Ga.; 
second vice-president, R. C. Wright, G. T. M., Pennsylvania Sys- 
tem, Philadelphia, Pa.; third vice-president, W. A. Terry, F. T. 
M., N. Y. C. Lines, Chicago; fourth vice-president, F. B. Hough- 
ton, F. T. M., A. T. & S. F. Ry., Chicago; secretary-treasurer, 
Grant Williams, D. F. A., C. M. & St. P. Ry., 1308 Railway Ex- 
change, Chicago, Ill. Members executive committee: Paul 
Wadsworth, T. M., D. & H. Co., Albany, N. Y.; R. Van Ummerson, 
F. T. M., B. & A. R. R., Boston, Mass.; Archibald Fries, V. P., 
B. & O. R. R., Baltimore, Md.; C. H. Stinson, F. T. M., Wabash 
Ry., St. Louis, Mo.; Eugene Morris, chairman, C. F. A., Chicago; 
W. M. Rhett, G. F. A., I. C. R. R., Chicago; Charles Barham, G. 
F, A., N. C. & St. L. R. R., Nashville, Tenn.; L. E. Chalenor, secre- 
tary, So. Frt. Rate Assn., Atlanta, Ga.; W. A. Rambach, F. T. M., 
Mo. P. R. R, St Louis, Mo; B. H. Stanage, A. F. T. M., St. L- 
S. F. R. R., St. Louis, Mo. 


The Annual Dinner 


The dinner in the evening, attended by about two hundred 
members and guests, including many prominent railroad offi- 
cials and men in the industrial field, was a successful affair, due 
in great measure to the manner in which D. M. Goodwyn, freight 
traffic manager of the Louisville & Nashville Railroad and the 
first president of the association, presided as toastmaster. It 
was the general opinion that no professional toastmaster “had 
anything on” him. As President Zimmerman predicted he would 
do, he sent everybody away happy. 

President Zimmerman made a brief address, introducing 
first Joseph R. Noel, president of the Chicago Association of 
Commerce, who welcomed the visitors on the part of the city, 
and then the toastmaster, who was in charge from that point on. 
The speakers were Henry A. Palmer, editor of The Traffic 
World, who spoke to the traffic men on the railroad situation, 
pointing out some ways in which they and their executives 
could help better it, and J. F. T. O’Connor, a prominent attorney 
and politician from North Dakota, who spoke eloquently of the 
moral phases of some national political problems, with spec®l 
reference to events in his own state, which, the toastmaster 
had explained, was designated by a pink spot on the map. 

The humor—that is, the professional humor—was furnished 
by Ralph Bingham of Philadelphia, who kept the assembly in 
a roar of laughter by his jokes and funny stories. At one point 
in the evening he inadvertently contributed to the fun by falling 
off the platform, explaining, as he quickly recovered himself, 
that he had merely tumbled to one of the jokes being perpetrated 
by the speaker who then had the floor. There was also a soloist, 
a quartet and an orchestra. 





PACIFIC CAR DEMURRAGE 

The report of the Pacific Car Demurrage Bureau for July 
shows 9,442 cars held overtime—a percentage of 05.71—as against 
12,977—a percentage of 06.62—for July, 1920. 
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CARRIERS EXPECTED TO ACT 
The Trafic World Washington Bureau 


A move on the part of railroad executives looking toward 
reductions in rates is regarded as probable, not because the 
record shows transportation facts that would warrant the Com- 
mission in ordering reductions, but as a matter of policy whereby 
the railroads would show the public that, while the carriers 
have been great sufferers, they understand that it is not politic 
at a time like this to stand on the letter of the law. Nothing 
definite can be said at this time as to the reasons for expecting 
such a move. ; 

Carriers have made dozens of reductions, but they have not 
restored all the relationships that were broken as a result of 
the Commission’s decision in Ex Parte No. 74. At times, some 
of the commissioners and shippers have wondered whether the 
carriers had forgotten the admonition of the Commission about 
restoring relationships, or whether they had decided to ignore 
them on the ground that, their revenues being less than the 
law intended, they could afford to stand on the letter of the 
law and insist on having the full measure of what the text of 
the Commission’s permit gave them. 

It can be said there have been consultations among the 
executives of the railroads on the larger question of policy in- 
volved in the widespread demand for reductions. They have 
done a great deal to advise the public that their expenses are 
so great that any reduction in any rates is likely to cause a 
diminution in revenue without benefit in increased tonnage and 
that, in their estimation, high wages and the expenses caused 
by working rules have made rate reductions out of the question, 
but such advice, it is believed the executives now know, does 
not satisfy, for instance, the farming element, which believes 
itself particularly aggrieved because of the rates on agricultural 
products. In other words, the suggestion is that the executives 
realize that their campaign to inform the public as to the rea- 
sons for high rates has not fully convinced, regardless of whether 
that should or should not be so, and that, as wise men, they 
should now try something else. 

The something else considered is reductions in rates, which, 
even if they did not bring increased traffic, would give the car- 
riers an argument with which to go before the Labor Board 
and the labor unions with a suggestion that there should be 
a revision of wages and working rules. 


One of the arguments the laboor leaders have been able to 
put forth is that the railroads have not reduced rates. The 
fact that rates never went up as much as wages, the public 
probably never fully understood and the labor leaders never 
admitted, because the latter have statisticians who can show, by 
figures, that wages never went up as much as rates. 


The improvement in railroad earnings would be one excuse 
for a reduction in rates by order of the chief executives. Traffic 
executives, as a rule, have denied requests by shippers for re- 
ductions on the ground that the record failed to show that there 
would be any increase in tonnage as a result of such reductions. 
In doing that the traffic executives remained within the scope of 
their duties and employment. Higher executives, however, deal- 
ing with the broadest questions of policy, are not bound by 
records of that kind. They are free to take into consideration 
the state of the country and reach conclusions unlike those 
reached by the traffic executives. 


The fact seems to be that the whole question of rates has 
gone beyond the traffic officials, of both shippers and carriers. 
Executives in lines of industries producing heavy loading com- 
modities are reported as holding or about to hold meetings at 
various points with a view to forming small committees to take 
up the subject of reductions with the highest executives of the 
railroads. Coal people appear to be more than ordinarily active. 
On account of either an actual or prospective meeting of big 
men in the coal industry, a report was put into circulation in 
Chicago September 20 that there would be a reduction of fifty 
cents a ton in the rates on coal from the eastern mines to west- 
em markets within thirty days. That rumor was indefinite, but 
it had the effect of demoralizing the market, because, prior to 
its circulation, it was reported that a general move toward lower 
Tates would be made. The only known meeting of coal men 
prior to the circulation of that report was one held in the offices 
of Andrade, Eyre & Co. in New York September 19. Mr. An- 
drade has been attorney for big shippers in some cases before 
the Commission and the fact that he is familiar with Com- 
Mission practice suggested the thought that perhaps the meet- 
ing held in his office might be one of the meetings to be held 
y various industries with a view to calling on the railroad ex- 
ecutives to make reductions in rates. 


The American Petroleum Institute has already taken steps 
to make a fight, if necessary, for a reduction in rates on pe- 
troleum and its products. That institute is the particular pet 


of some of the biggest men in the industry and its move is not 
like that of an ordinary traffic association. 

_ Commissioner McChord, acting chairman of the Commission, 
Mm commenting on’ the report of July earnings and expenses, 
expressed the opinion that the condition of the carriers and 
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business generally showed an improvement that would be con- 
tinued. He said that the early reports for August, indicated that 
the roads in that month did as well as, if not better, than in 
July. He said he did not wish to be understood as indicating 
that the country was on the verge of a boom, but he believed 
the business depression was on the wane. 


RATES ON COTTONSEED MILL PRODUCTS 
The Trafic World Washington Bureau 


Another critical examination of one of Leland’s complex tariff 
proposals is likely to come from his filing of his I. C. C. No. 1469, 
effective September 28, and No. 1472, effective October 15, cover- 
ing cottonseed mill products from southwestern lines territory, 
including Texas, Oklahoma, Louisiana, and Arkansas, to eastern 
ports, interior eastern points, Canada, Virginia Cities, Central 
Freight Association territory and some points in Western Trunk 
Line territory. 

In a broad way, the tariffs are intended to bring rates on 
the cotton mill products back to the old basis—namely, combi- 
nation on St. Louis. The revisions caused by General Order No. 
28 and Ex Parte No. 74 threw the old Leland scheme of combi- 
nations out of line. 

Protests against the way Leland proposes bringing about the 
restoration have been received by the Commission from prac- 
tically every man and association interested in the commodities 
under consideration, including, among the rest, the American 
Fertilizer Manufacturers Association, American Cotton Oil Co., 
Texas Cottonseed Crushers Association, Southern Cotton Oil 
Company, the Oklahoma Cottonseed Crushers Association, and a 
host of feed manufacturers not content to be represented in full 
by the associations of which they are members. 

Leland’s restoration, if made in the manner proposed by 
him, would result in increases ranging from one to nearly 
twelve cents per 100 pounds. The fundamental proposition on 
which he rested his justification was that, during the delirium 
of war, the rate on cottonseed meal, for instance, was reduced 
by the Louisville lines to a point lower than the rate to St. 
Louis. That, if wholly accurate, would be obnoxious to the 
rule that has long existed that the Louisville rate should be 
three cents higher than the St. Louis rate. 

Examination of the tariffs by the tariff men of the Commis- 
sion seems to show that the foundation is not accurate. Only 
by comparing the rates to St. Louis proper and to Louisville 
proper, can it be said that Louisville is lower than St. Louis. 

Combinations, however, are not based on rates to St. Louis 
and Louisville proper if and when there is a proportional rate 
to either place. An examination of the tariffs shows the Com- 
mission that, instead of the rate to Louisville being reduced by 
the Louisville lines, the St. Louis lines in 1911 raised the rate 
to St. Louis proper and left the rate in effect then, which was 
used for both St. Louis proper and for beyond, as a propor- 
tional for beyond. Louisville never had a proportional rate. 

Comparison of the Louisville proper rate and the St. Louis 
proportional, it is asserted, shows that St. Louis is more than 
three cents under Louisville and that therefore the fundamental 
Leland proposition cannot be supported by either history or 
what is now. 

Much of the confusion in present rates is due to the method 
of publication. Specific rates apply to eastern port cities. They 
are lower than they would be if made on combination. But in 
proposing a foundation for a combination, the Leland tariffs pro- 
pose not only to raise the Louisville rate but also the St. Louis 
proportional. The present proportional rate to St. Louis is 42.5 
cents. It is proposed to add 2.5 cents to that and make it 45 
cents. The rate to St. Louis proper is 50.5 cents and to St. Louis 
proper 46.5 cents. It is on that fact that Leland bases his argu- 
ment that rates at St. Louis and Louisville are out of joint, and 
it is to that proposition that protestants object. Under the pro- 
posal the -Louisville proper rate would be increased from 46.5 
to 56 cents. 

If the Leland foundation were admitted to be correct, the 
effect at eastern ports would be as follows: Baltimore would be 
increased from 72.5 to 84 cents; Boston 80.5 to 89 cents; New 
York from 77 to 87 cents and Philadelphia from 74 to 85 cents. 
To central freight association territory some of the increases 
would be as follows: Buffalo from 64 to 71.5; Huntington, W. 
Va., 65.5 to 76 cents; and Indianapolis from 58.5 to 61 cents. 

In 1911 the relationship in the proper rates to St. Louis and 
Louisville was changed by increasing the St. Louis proper rate 
from 25 to 30 cents. The 25 cent rate was continued as a pro- 
portional. 


COTTON RATE REDUCTIONS 


The Trafic World Washington Bureau 


The Commission, by petition of the Atlantic Coast Line and 
its subsidiary, the Charleston & Western North Carolina, has 
been asked to intervene in a cotton rate reduction situation 
brought about, according to the petition, by the South Carolina 
railroad commission, the Southern, and the Seaboard railroads. 
The petitioners ask the federal body to proceed under sections 
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13 and 15a for the preservation of their revenues. They esti- 
mate that unless the national regulating body intervenes they 
will lose at least $200,000 a year. Inasmuch as they have not 
earned their fixed charges since the end of the guaranty period 
on September 1, 1920, and inasmuch, further, as they and other 
southern railroads, including the Southern and the Seaboard, 
have petitioned the Railroad Labor Board for a lightening of the 
burdens placed on them under federal control, they suggest that 
it is unseemly for the two railroads and the state commission 
to be allowed to make reductions, the effect of which, on the 
petitioners alone, will be an increase of $200,000 in the deficit. 

Rates on cotton, cotton linters and regins have already been 
reduced by the acts of the two railroads and the South Caro- 
lina commission. The Atlantic Coast Line, in its petition said 
that, owing to competitive influences, reductions in rates on cot- 
ton, cotton linters and regins in the Carolina territory, will have 
to be met in Georgia, Florida, and Alabama, with the probability 
of the reductions extending clear into Texas. 

Application, therefore, for the exercise of the Commission’s 
power under the two sections mentioned, if ordered, will be to 
prevent a general breaking down of the rates established by the 
national regulating body, concurrence in which was voted by 
the southern states, or if not voted, then enforced by federal 
orders in the various state rate cases. 

This petition is the counter move made by the Atlantic 
Coast Line against the Southern and the Seaboard, advantage 
of which was taken by the South Carolina commission. 

A desire to meet truck competition, the petition asserts, was 
given by the Southern and the Seaboard as their reason for pro- 
posing to break down the cotton mileage scales established as 
a result of Ex Parte No. 74. They published mileage scales re- 
ducing rates up to distances of 120 miles on the theory that the 
high railroad rates were inviting the movement of cotton by 
trucks. On July 2, the Seaboard applied to the South Carolina 
commission for authority to make the reduced mileage scale, 
published by it for application on interstate business, effective 
within South Carolina. 

The Seaboard and the Southern, in their initial moves, pro- 
posed to reduce the short haul and increase the long haul rates. 
The South Carolina commission, before hearing a word of tes- 
timony, according to the allegation of the Atlantic Coast Line 
and its subsidiary, announced that no increases in long haul 
rates would be permitted. The Atlantic Coast Line said that the 
South Carolina commission accepted the proposal of the South- 
ern and Seaboard as an invitation to it, to reduce the short haul 
rates without allowing any increases. 


While nothing has been done by the North Carolina or the 
Georgia commission, the petitioners said, the application before 
the North Carolina commission, similar to the one already acted 
upon by the South Carolina body, may be regarded as an invi- 
tation by that body to do likewise. Inasmuch as there are no 
such differences in transportation conditions, as relate to cotton, 
between the Carolinas and Alabama and Georgia, continuance 
of the reduced rates in South Carolina will mean the reduction 
of the scales in the other states. In their petition the Atlantic 
Coast Line and its subsidiary pointed out that the relationships 
between the different ports are so delicate, because the traffic is 
so desirable, that they must follow what their competitors do, 


or lose even more than would result from a following of their 
example. 


The petition was not filed until after many of the schedules 
had become operative, and too late to comply with the rules of 
the Commission respecting protests against schedules for which 
suspension might be asked. The only schedule that could be 
suspended by the Commission, after the petition reached it, was 
Supp. No. 2 to Southern I. C. C. No. A-9158, effective September 
20. The Commission, September 20, declined to suspend it. Other 
schedules involved became operative as long ago as August 4. 
The A. C. L., to avoid the drastic penalties of the South Caro- 
lina law, made operative the mileage scale prescribed by that 
body September 10. That scale is the one prepared by the 
Seaboard and the Southern, revised by the South Carolina com- 
mission so as to make operative the reduced short haul rates, 
but leaving unchanged the long-haul rates which the Seaboard 
and the Southern proposed to put up. 

Two clear points were made by the Atlantic Coast Line. 
The first was that truck competition can be maintained suc- 
cessfully only in cases in which the haul is not more than 50 
miles and then only in territory in which there are good roads. 
The second was that nearly all its hauls are short and that it 
will be more seriously damaged by reductions in short haul rates 
than the competitors that proposed the reductions. 

The petition, collaterally, brings into issue the reasonable- 
ness of the 15 cent per 100 pounds flat increase put on each and 
every cotton rate on June 25, 1918, by General Order No. 28. 
That 15 cent addition raised 6 and 7 cent short haul rates up 
to 21 and 22 cents for hauls as short as five, ten and fifteen 
miles. The A. C. L., in its petition, asserted that low short haul 
rates never brought it any increase in business. It pointed out 
that, years ago, it cut its rate for a 35 mile haul into Sumter, 


S. C., to 7 cents, on the theory that it would obtain much of the 
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short haul business. 
tained no increase. 


As an additional reason for the Commission taking hold of 
this matter, the A. C. L. pointed out that there was no pretense 
before the South Carolina commission that the reduction would 
stimulate business, which argument, it said, had been made se- 
riously in support of applications for reductions on fruits, vege. 
tables, lumber, brick, cement, petroleum and other commodities, 
reductions on which have been declined, consistently, by the 
Southern and Seaboard. 

“The foregoing being true,” said the A. C. L. petition in the 
summing up, “your petitioners, unless saved by the intervention 
of your Commission, will face a reduction in the rates on cot- 
ton from all points on their lines in North Carolina within a 
radius of 110 miles to the nearest port, and a reduction in rates 
from all points in South Carolina and Georgia within a radius 
of 120 miles of the nearest port, and a like reduction on short 
haul cotton in Alabama.” 

The Commission considered the question of suspending sup- 
plement No. 2 to Southern Railway’s I. C. C. A-9158, effective 
September 20, and, on the day preceding the operative date, de- 
clined to suspend it. Suspension, it is believed, would not have 
had any material effect on the situation, because so many other 
tariffs and supplements on the subject passed the scrutiny of 
the protesting railroad, without any objection on their part, that 
the reductions sought by the Southern and the Seaboard, for 
all practical purposes, were in effect before any phase of the 
subject was brought to the attention of the federal regulating 
body. 

This declination .to suspend that supplement, however, has 
no bearing on the application of the Atlantic Coast Line and its 
subsidiary for a proceeding under sections 13 and 15-a. It does 
not indicate one way or the other what the Commission may be 
expected to do on that phase of the subject. 


CEMENT REDUCTION URGED 


L. T. Sunderland, president of the Portland Cement Asso- 
ciation, September 21, sent the following telegram to Acting 
Chairman McChord of the Interstate Commerce Commission, from 
Chicago: 

“The Portland Cement Association, composed of the pro- 
ducers of one of the heaviest shipping commodities of our coun- 
try, in convention assembled here, has unanimously passed the 
following resolution for consideration by yourself and colleagues: 


It submitted figures to show that it ob. 


Whereas, The greatest problem now confronting the industrial 
life of the nation is the question of reducing costs to a normal basis, 
and, whereas, the question of high costs is not particular to any 
individual industry, but common to all, and, whereas, while industry 
is not unmindful of the necessity of keeping our transportation system 
in a high state of efficiency, it is fully aware that high transportation 
costs which do not produce high net earnings is not productive of high 
efficiency, and, whereas, the present abnormal high transportation 
charges is one of if not the major element entering into high industrial 
costs and is one of the greatest barriers to return to normal indus- 
trial costs, and, whereas, a substantial reduction in freight rates will 
produce in the end a larger volume of traffic, which will, in turn, 
produce greater net revenues to our transportation systems, and, 
whereas, the transportation systems are now paying high prices for 
materials and supplies largely the result of the high freight rates 
which industry must pay on raw materials to produce the finished 
products needed by the carriers, and, whereas, the recent large 
advances of freight rates have been_made on a _ percentage basis, 
which caused a grave dislocation and paralysis of business by the 
disruption of adjustments of long standing between localities and 
upon which adjustments communities and industries have been built, 
therefore, be it resolved by the Portland Cement Association, in meet- 
ing assembled, that the Interstate Commerce Association be urged 
to take immediate steps to reduce the present high freight rates in 
the same manner and in the same way that the present rates 
reached their high level. 


EXPORT MEAT RATES 


Declaring that so long as they have no control over operat- 
ing expenses the railroads must carefully conserve their revenues, 
the Traffic Executive Committee of eastern territory, in a letter 
signed by Vice-chairman R. N. Collyer, and addressed to C. B. 
Heinemann, secretary of the Institute of American Meat Packers, 
in Chicago, September 15, refused to grant the request of that 
organization for the removal of the Ex Parte 74 increases from 


the rates on export meat shipments. Mr. Collyer’s letter is as 
follows: 


Careful consideration has been given to the petition received from 
you under date of August 18 for a substantial reduction in the rates 
applicable to meat products for export, and to the supporting brief 
and the oral arguments presented by your sub-committee at confer- 
ence with the traffic executives on September 14th. . 

The carriers have a full appreciation of the commercial difficulties 
arising from the post-war conditions in European countries as affect- 
ing their purchasing power, and of the destruction of all normal 
relation in exchange with those countries. 3 

Europe will demand food products for years to come until it has 
overcome the enormous destruction of the war and its aftermath, and 
the United States will supply that demand when Europe can furnish 
the cash or credit, but not before. The present overturn of the laws 
of supply and demand as related to food products is but temporary, 
and fortunately the meat industry has the great meat consuming 
American people to depend upon while the foreign trade is coming 
into equilibrium. ; *, 

The competition in Europe with meat originating in Canada is, a5 
was pointed out during the conference, negligible, and on meat 
originating in the United States but exported through Canadian ports 
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the freight charges are exactly the same as if exported through 
United States ports. There is, therefore, no foundation for the claim 
that United States shippers experience an actual and material disad- 
vantage by reason of Canadian competition. : 

Considerable emphasis was laid upon the lard situation. It is 
undoubtedly true that the enormous increase in the use of vegetable 
oils imported from China and the East Indies for the manufacture of 
lard substitutes, in the development of which the packers have been 
very much interested, will permanently affect the prices of hog lard. 
But the freight rates on meat products were so low before the war 
that even at to-day’s high level of freight rates, with the low prices 
on lard, the relation of the freight charge to the value of the lard is 
much below that on other important food commodities. For example, 
with September lard quoted in Chicago yesterday at $10.75, the propor- 
tion of the freight charge to New York for carload shipment, to the 
value of lard, would be 6 per cent; while for export grains, using the 
low water-compelled export rates to which you have referred, with 
vesterday’s September prices at Chicago, the proportion of the freight 
charge to the value for carload shipment to New York would be 10.55 
per cent on wheat and 23.12 per cent on corn. If the higher priced 
meat products were used in the comparison the percentage of freight 
to the value of the meat would be much lower than 6 per cent. 

With the railroads, unfortunately, the laws of supply and demand 
have been set aside by government intervention, with the consequence 
that labor, which is the carriers’ chief item of cost, must be paid 
above its market price. Even at the present wage levels, the situation 
is far from reassuring as to how labor will act, and the carriers have 
been unable to definitely size up the real result of the slight benefits 
resuting from the wage board awards. 

Coupled with its policy of wage control by the Labor Board, Con- 
gress decided to have -the Interstate Commerce Commission act in 
counter balance so that when the railroads had been ordered by the 
Labor Board to spend money in the public interest, the Interstate 
Commerce Commission should adjust the rates so that the carriers 
could find this money with a modicum of profit. How this plan has 
worked is a matter of common knowledge but the carriers must con- 
serve what income the Commission has given them so long as they 
are preventel from exercising complete control of the outgo. 

There is no primary industry that has had less to show for the 
operations of recent years than the railroads, and for which the 
future promises more trouble. 

The traffic executives, having taken into their consideration all 
the conditions controlling in this matter, have concluded they cannot 
recommend that the carriers reduce the rates now applicable upon 
meat products shipped for export. 


REDUCTIONS ON VEGETABLES 


The Trafic World Washington Bureau 


Reductions on vegetables from Pacific coast points of origin 
to Chicago and Mississippi River destinations, announced Sep- 
tember 20, were authorized on three days’ notice, under special 
permission No. 54848, issued to R. H. Countiss. 

This lowering of transcontinental rates is the outcome of 
an agitation begun soon after Ex Parte No. 74 advances were 
made effective August 26, 1920, and carried on with vigor for 
four or five months prior to the acquiescence of the transcon- 
tinental carriers in suggestions of the shippers. An informal 
conference on the subject, at which a stenographic record was 
made, was held in one of the Commission’s hearing rooms on 
August 5 (see Traffic World, August 13, p. 318). At that con- 
ference the citrus fruit men made their arguments on the the- 
ory that they could not afford any of the increase made on 
August 26, 1920, and asked for its total elimination. The vege- 
table shippers were not so insistent on total elimination. They 
seemed to be in a mood for “splitting the difference.” The 
agreement is a little better than a splitting of the difference, 
from the point of view of the shipper. 

The announcement concerning the agreement, made by the 
Commission, on September 20, is as follows: 


After a conference between representatives of the trans-conti- 
nental carriers, western vegetable shippers and the Interstate Com- 
merce Commission, a decision has been reached to make reductions 
desired by the shippers in the rates on vegetables from California and 
other Pacific coast territory points to the territory east of the Rocky 
Mountains as far as Chicago and the Mississippi River. 

The basis to be employed is to substitute for the increase of 3314 
per cent made on August 26, 1920, an increase of 15 per cent over the 
rates in effect August 25, 1920, thus removing more than half of the 
Increase made at that time. 

A large volume of movement takes place annually under the rates 
to be reduced and it is hoped that the reductions will materially assist 
srowers and shippers of western vegetables. 


TRANSCONTINENTAL FRUIT AND VEGETABLE RATES 


The railroads east of Chicago and the Mississippi River have 
declined to join trans-continental lines in reduced rates pro- 
posed for the transportation of carload shipments of vegetables, 
including potatoes, onions, and melons, and of oranges and lem- 
ons, from the Pacific coast to destinations in Central Freight 
Association, Trunk Line Association, New England Freight Asso- 
ciation and Southern Freight Rate Committee territories. The 
rates proposed, generally speaking, were 12% per cent less than 
the rates established, effective August 26, 1920, under opinion of 
the Commission in Ex Parte No. 74. 


CAR SUPPLY SITUATION 
The Trafic World Washington Bureau 
In his semi-monthly review of general conditions as of the 
middle of September, with respect to the demand for the vari- 


ous classes of freight cars, M. J. Gormley, chairman of the car 
service division of the American Railway Association, said: 


9 BOX ears: Surplus cars in good order at the end of August were 
69,238, a decrease of over 30 per cent in the month, while it is im- 


THE TRAFFIC WORLD 603 





possible to tell accurately the number of box cars loaded, it is safe 
to say this surplus represents not more than one day’s loading at the 
current rate. Grain loading continues heavy with increased offerings 
from spring wheat states, with the car supply not entirely sufficient 
at all points to meet demands. Continue to give special attention to 
selection of cars suitable for grain or that can be made fit with light 
repairs for loading into agricultural territory, and to prompt return 
of cars belonging to grain loading roads. 

Automobile cars: Some improvement in the demand. Cars of this 
type should be worked home or into automobile-producing territory 
as requirements may necessitate. 

Ventilated box cars: Light demand at present. Handle as re- 
quired by rules. Requirements will increase soon in the southeast. 

Stock cars: Loading of range cattle in West and Southwest in- 
creasing, with prospects for heavy demands soon. Return cars to 
owners promptly and report any surplus available for general dis- 
tribution. 

Refrigerator cars: Refrigerator demands approaching peak in 
western states where fail fruit and vegetable crops now moving. 
Important all railroads spealize on movement refrigerators, urging 
prompt release loaded cars and prompt repair bad orders. Refrigera- 
tors should be given prompt movement in accordance with instruc- 
tions of refrigerator section. 

Open top cars: Bituminous coal production for week ending Sep- 
tember 3rd was 7,600,000 tons, slightly less than the previous week. 
Surplus open top cars as of August 31st total 131,796 compared with 
146,072 August 15th, a decrease of about 10 per cent. 

Flat cars: The number of flat cars reported as surplus as of 
August 31st was 12,182 compared with 13,030 August 15th, a decrease 
of about 7 per cent. Flat cars should be loaded to fullest possible 
extent to and in the direction of owner. Surplus should be disposed 
of in accordance with Car Service Rules. 


CAR SURPLUS AND SHORTAGE 


The Trafic World Washington Bureau 


A further decrease of 17,312 in the number of freight cars 
idle on September 8, because of business conditions, compared 
with the total on August 31, was shown by reports received by 
the car service division of the American Railway Association 
from the railroads of the country. The total on the later date 
was 450,803, of which 237,972 represented serviceable freight cars 
while 212,831 were in need of repairs. 

Tabulations show, however, a decrease of 8,768 in the num- 
ber of surplus serviceable freight cars in approximately a week 
and a decrease within two weeks of 8,541 in the number of bad 
order cars. This is the first decrease that has been reported 
in the number of freight cars in need of repairs since last August 
and would seem to indicate that the rail carriers of the country 
are making progress in their efforts to get their equipment into 
shape in order to meet increased demands for transportation 
facilities. 

Surplus box cars in good order on September 8 totaled 65,- 
858 or 13,510 cars less than at the beginning of the month, while 
surplus coal cars immediately available to meet current freight 
requirements, if necessary, numbered 129,831 or 7,150 cars below 
the total on August 31. 

Of 2,303,669 freight cars on line of American railroad com- 
panies, reports received by the Car Service Division showed 
374,087 in need of repairs on September 1, or 16.2 per cent, com- 
pared with 032,440, or 16.6 per cent, on August 15. In computing 
the number of cars needing repairs but idle due to business con- 
ditions an allowance of seven per cent is made to represent the 
number regarded as normally out of service because of thes 
condition. 

The average daily surplus of 237,972 cars in good order in 
ihe period September 1 to 8, inclusive, as compared with 246,740 
cars in the preceding week, was made up of the following classes 
of equipment: Box, 61,648; ventilated box, 1,311; auto and furni- 
ture, 2,899; flat, 11,109; gondola, 80,790; hopper, 49,041; coke, 
9,335; S. D. stock, 11,075; D. D. stock, 533; refrigerator, 4,640; 
tank, 726, and miscellaneous, 4,865. 

The shortage was made up of 498 box cars, 3 flat cars, 34 
gondolas, 6 hoppers and 23 refrigerators. 


FREIGHT CAR STATISTICS 


The Trafic World Washington Bureau 


The percentage of home cars on home roads for Class 1 
roads, on September 1, was 70.4, according to the car service 
division of the American Railway Association. In the eastern 
district the per cent was. 63.8; Allegheny, 77.4; Pocahontas, 78; 
Southern, 68.6, and Western, 70.8. 

The percentages of freight cars on line to ownership as of 
September 1, Class 1 roads, were as follows: Eastern district, 
97.2, as against 104.7 a year ago; Allegheny district, 99.1 as 
against 99.4 a year ago; Pocahontas district, 89.5 as against 74.4 
a year ago; Southern district, 93.7 as against 86.5 a year ago; 
Western district, 101.5 as against 97.5 a year ago; all districts 
98.3 as against 97.3 a year ago; Canadian lines, 97.2 as against 
95.3 a year ago. 


OPERATING STATISTICS 


The Trafic World Washington Bureau 


Car-miles per day averaged 21.6 in July as compared with 
22 in June, and 26.1 in July a year ago, according to a monthly 
summary of ratios of operation issued by the Bureau of Rail- 
way Economics. Tons per car (revenue and non-revenue) av- 
eraged 27.5 in July as against 27.7 in June, and 29.6 in July a 
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year ago. ‘The per cent of loaded to total car-miles in July was 
63.3 as compared with 63.3 in June, and 67.8 in July a year ago. 
The summary showed the percentage of unserviceable cars in 
the months from January to July, inclusive, to be as follows: 
January, 8.7 per cent; February, 9.7 per cent; March, 10.8 per 
cent; April, 12.3 per cent; May, 13.6 per cent; June, 14.4 per 
cent, and July, 15.4 per cent. The percentage of unserviceable 
locomotives in July was 23.5 as compared with 24.8 in Janu- 
ary, 1921. 





TELEPHONE REVENUE 
The Trafic World Washington Bureau 


The operating income of large telephone companies having 
annual operating revenues in excess of $250,000 amounted to 
$9,563,242 in June as compared with $6,150,543 in June, 1920, an 
increase of 55.5 per cent, according to a statement issued by the’ 
bureau of statistics of the Commission. Revenues totaled $45,- 
656,087 as against $40,693,204 in June, 1920, and expenses, $32,- 
637,024 as against $31,756,360 in June, 1920. 

In the six months ended with June the operating income 
totaled $54,273,585 as against $42,585,730 in the first six months 
of 1920, an increase of 27.4 per cent. Revenues totaled $265.,- 
113,378 as against $237,404,749 in the 1920 period, and expenses, 
$191,830,910 as compared with $178,576,102 in the 1920 period. 


COAL PRODUCTION REPORT 
The Trafic World Washington Bureau 


Observance of the Labor Day holiday resulted in a further 
decrease in the production of soft coal, the estimated produc- 
tion for the week ended September 10 being 7,035,000 net tons 
as against 7,615,000 net tons in the preceding week, according to 
the weekly report of the Geological Survey under date of Sep- 
tember 17. Preliminary reports for the week ended September 
17 indicated an improvement in production. 


“The movement of soft coal from Lake Erie ports,” the Sur- 
vey said, “continued to decline during the week ended Septem- 
ber 11, partly because of the Labor Day holiday. Reports from 
the Ore and Coal Exchange show that 453,927 net tons were 
dumped, a decrease when compared with the dumpings in the 
preceding week, of 134,197 tons. Of the total dumped, 433,319 
tons were cargo coal and 20,608 tons vessel fuel. 

“The cumulative Lake movement for the season now stands 
at 17,193,280 tons. The record for the year is nearly two million 
tons behind 1918, but is still 321,000 tons ahead of 1919, and 
over four and a quarter million tons ahead of 1920. 


“The all-rail movement to New England declined during the 
week of Labor Day. Reports to the American Railway Associa- 
tion show that 1,086 cars of anthracite and 2,470 cars of bitumi- 
nous coal were forwarded over the Hudson, against 2,479 and 
2,580 cars, respectively, in the week preceding. In the corre- 
sponding week last year 2,129 cars of anthracite and 5,054 cars 
of bituminous coal were shipped. 


“No recovery in the overseas export trade is indicated by 
the returns from Hampton Roads during the week of September 
10. A total of 64,742 net tons was dumped for foreign account, 
of which 36,014 tons were cargo coal and 28,728 tons were for 
foreign bunkers. The fact that the exports were scarcely one- 
tenth of the weekly average last June, when the stimulus of 
the British strike was felt, is no doubt a factor in the present 
low production of coal.” 








COAL TRANSPORTATION PROBLEM 


The Trafic World Washington Bureau 


A tie-up of transportation facilities will be inevitable unless 
the public buys soft coal now, according to a statement issued by 
Harry N. Taylor, a director of the National Coal Association. 
He said the railroads should be moving the winter supply to the 
market now. 

“The non-buying public is creating a condition for which it 
will blame the coal men when it wants coal later,” said he. “If 
orders were to be placed now in a regular manner, the operators 
could produce and railroads haul the coal for the winter supply. 
But if the buying public persists in withholding its orders it will 
be impossible to produce or transport in a few months the coal 
which should have been distributed over the twelve months of 
the year.” 


CUMMINS INVESTIGATION 


The Trafic World Washington Bureau 


Senator Cummins, chairman of the Senate interstate com- 
merce committee, who has been in ill health, is expected back 


from Iowa some time next week. On his return action probably 


will be taken by the committee with respect to the railroad 
inquiry, which was suspended last July after the representatives 
of the railroads and the owners of railroad securities had been 
heard. 
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| Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 

(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
8 om: tJ 


TELEGRAPHS AND TELEPHONES 


Limitation of Liability Binding on Sender and Addressee: 

(City Court of New York.) A telegraph company is liable 
for neglect to perform its duty to the addressee of a message 
as well as to the sender, and a stipulated limitation of liability 
binds both.—Freschen et al. vs. Western Union Telegraph Co., 
189 N. Y. S. 649. 

Gross Negligence Not Subject to Limited Liability: 

A telegraph company cannot by contract relieve itself from 
the consequences of its wilful misconduct or gross negligence.— 
Ibid. 

Limitation of Liability Held Not Binding: 

Where neither the sender nor the addressee of a cable mes- 
sage which a telegraph company has failed to transmit is shown 
to have entered into a stipulation with the original carrier, or 
with the company itself, limiting liability, or to have had any 
notice thereof, they are not’ bound, although the blank on which 
the message was written contains stipulations of that nature.— 
Ibid. 

Failure to Transmit Message, Held Gross Negligence: 

Where a telegraph company’s failure to transmit a cable 
message is not shown to have been due to mistake in transcrib- 
ing or difficulty in transmitting, the failure constitutes gross 
negligence, not subject to a limitation of liability —Ibid. 
Limitation of Time for Presentation of Claim Not Exemption 

from Liability for Gross Negligence: 

A stipulation in a contract for the delivery of a telegram 
that notice of claim must be presented within 60 days, consti- 
tutes no exemption from liability for gross negligence.—Ibid. 
Effect of Federal Regulation of Telegraph Companies Stated: 

The federal statute (U. S. Comp. St. 1916, p. 8563 et seq.) 
placing telegraph companies under the supervision of the Inter- 
state Commerce Commission has ousted state jurisdiction over 
legislation in validating limited liability stipulations of interstate 
companies; but the statute neither changes the common-law rule 
of liability nor does it prevent the suitor from pursuing such 
common-law remedy in the state courts.—Ibid. 

Acceptance of Offer in Message Question of Fact: 

In an action by the addressee against a telegraph company 
for damages for failure to transmit a cable message containing 
an offer to purchase brass tubes, the plaintiff may show whether 
he would have accepted the offer, and on such testimony it be 
comes a question of fact whether or not he would have so ac- 
cepted.—Ibid. 


Measure of Damages for Failure to Transmit Offer to Purchase 

Stated: 

In an action by the addressee against a telegraph company 
for failure to transmit a cable message containing an offer to 
purchase brass tubes, where it is shown that he would have 
accepted the offer, the measure of damages is the difference 
between the market price and the contract price.—Ibid. 





a a 
_ 7. e 

Miscellaneous Decisions 

Traffic Cases Recently Decided by State and Federal Courts 

! (Digests taken from Reporters and Digests of National Reporter 

| System, published by West Publishing Co., St. Paul, Minn. 

} Copyright by West Publishing Co.) 

8. ® 





REGULATION OF COMMON CARRIERS 


Neither Estoppel, Ignorance, nor Mistake Can Defeat Interstate 
Commerce Act and State Railroad Supervision Act as to 
Discrimination and Preferences; Demurrage Charges Col- 
lected in Excess of Published Tariffs May Be Recovered by 
Shipper: 

(Supreme Court of Mississippi, Division A.) A strict ad- 
herence to the published rates and charges, including demurrage 
charges, by railroad common carriers, is essential to avoid dis- 
criminations and preferences between shippers, and neither 
estoppel, ignorance of the shipper, nor mistake of the carrier's 
agent can defeat the provisions of the interstate commerce act 
and the railroad supervision act of this state prohibiting dis- 
criminations, and requiring that the shipper must pay and the 
carrier must collect only the legal published rate; therefore, 
where a railroad carrier as a part of interstate as well as intra 
state commerce has collected demurrage charges from a shipper 
in excess of that authorized by its published tariffs on file with 
the Interstate Commerce Commission and the State Railroad 








Sel] 


Col 
rec 
Mi: 
Dis 


tio 
the 
lial 
sol 


pre 
shi 


ing 
for 
Bil 


ee el ee a le ll 





n 


liable 
essage 
ability 
oh Co., 


f from 
ence.— 


le mes- 
shown 
‘ier, or 
ad any 
| which 
iture.— 


1 cable 
nscrib- 
3 gross 


‘mption 


‘legram 
consti- 
.—Ibid. 
Stated: 
at seq.) 
e Inter- 
on over 
terstate 
aw rule 
lg such 


ompany 
itaining 
whether 
y it be 
> so ac: 


urchase 


ompany 
offer to 
Id have 
fference 





iterstate 
st as to 
ges Col- 
yered by 


trict ad- 
murrage 
void dis- 
neither 
carrier’s 
erce act 
ting dis- 
and the 
herefore, 
as intra- 
. shipper 
file with 
Railroad 








September 24, 1921 








Commission, such excess demurrage charges so collected may be 
recovered from the carrier by the shipper.—Southern Ry. Co. in 
Mississippi vs. Buckeye Cotton Oil Co., 89 Sou. Rept. 228. 
Discovery May Be Had Against Corporation Without Joining 

Officer Thereof: 

The equitable principle that discovery cannot be had against 
a corporation without joining as codefendant with such corpora- 
tion the secretary or some other officer thereof, for the reason 
that a corporation cannot make or answer under oath, nor be 
liable for perjury, has no application in this state, since the rea- 
son on which said principle is based was abrogated by our statute 
(section 585, Code of 1906; section 345, Hemingway’s Code), 
providing, among other things, that the answer of a corporation 
shall not be under seal, but shall be sworn to by some general 
officer of the corporation; for under the statute an officer answer- 
ing for his corporation would subject himself to a prosecution 
for perjury for making a false oath.—Ibid. 

Bill Against Railroad Common Carrier Held Not Demurrable as 

Seeking Discovery of Published Tariffs 

A bill in equity by a shipper against a railroad common car- 
rier, alleging that during a certain period named in the bill the 
shipper paid the carrier a sum of money as demurrage charges, 
which had been collected by the carrier from the shipper in 
pursuance of the former’s published tariffs on file with the Inter- 
state Commerce Commission and the State Railroad Commission 
and the average agreement made between the parties in pur- 
suance of the authority in such tariffs; that such demurrage 
charges were collected in violation of such tariffs and average 
agreement, in that the carrier collected demurrage charges on 
cars consigned to the shipper before such cars reached the line 
of railroad of the carrier, as well as other violations of such 
tariffs and agreements; that the shipper failed to keep a correct 
record of such demurrage charges so paid, and what records it 
had kept had been lost or destroyed; that the carrier had in 
its possession a complete record, giving a history of each item 
of such demurrage charges paid; and praying a judgment for 
such overpaid charges and discovery by the carrier of such rec- 
ords kept by it—on demurrer is not subject to the objection that 
it seeks discovery of the published tariffs of the carrier on file 
with the Interstae Commere Commission and the State Railroad 
Commission; the discovery feature of the bill being to have the 
carrier discover the facts and circumstances attending the collec- 
tion of each item of demurrage charged, so that it may be prop- 
erly determined whether the same had been legally collected or 
not.—Ibid. 

Bill for Dmurrage and Discovery Held Not Demurrable as Failing 
to State Cause of Action: 

And such a bill on demurrer is not subject to the objection 
that it does not state a cause of action for discovery and for the 
recovery of any demurrage charges paid by the shipper to the 
carrier in excess of those fixed by the published tariffs of the 
carrier on file with the Interstate Commerce Commission and 
the State Railroad Commisison and the average Agreement en- 
tered into between the shipper and the carrier by authority of 
such published tariffs.—Ibid. 

Persons Having Claims Against Railroad for Overcharges Cannot 

Join in Suit to Impress Trust on Property: 

(Supreme Court of Missouri, Division No. 2.) Persons hav- 
ing claims against a railroad company for overcharges on differ- 
ent shipments, unlike as to places or times of execution of the 
contracts, or of performance of the duties imposed, cannot join 
ina suit in equity to impress a trust on the assets and capital 
stock of the company in the hands of a reorganized company, to 
prevent a multiplicity of suits or otherwise.—Ballew Lumber & 
Hardware Co. et al. vs. Missouri Pac. Ry. Co. et al., 232 S. W. 
Rept. 1015. 


ILLINOIS INTRASTATE RATES 
The Trafic World Washington Bureau 


In No. 13071, in the matter of intrastate rates of the Ter- 
minal Railroad Association of St. Louis and other carriers within 
the state of Illinois, the Commission ‘has entered an order in- 
quiring into action by the Illinois Commerce Commission on 
Intrastate rates of the Terminal Railroad Association of St. Louis. 
the St. Louis Merchants Bridge Terminal Railway Company and 
the East St. Louis Connecting Railway Company. These car- 
ners made application to the Illinois commission for permission 
to increase rates for intrastate traffic similar to the increases 
Permitted by the Commission for interstate traffic and the peti- 
tion was denied. They then filed a petition with the federal 
Commission, and the investigation is to determine whether un- 
just discrimination against interstate commerce results. 





COMPENSATION AND NUMBER OF EMPLOYES 
_ The average number of employes in service on class 1 roads 
i the three months ended June 30 was 1,568,148, according to 
4 summary of employes, service, and compensation of class 1 
Toads, including switching and terminal companies, issued by 
the Commission. Their compensation totaled $699,684,795. In 


sbril the average number of employes was 1,542,716; in May, 


575,599, and in June, 1,586,143. 
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THE RAILROAD SITUATION 


(rom an address by Henry A. Palmer, before the American Associa - 
tion of Freight Traffic Officers, September 19.) 

The traffic men are the real backbone of the railroads, be- 
cause they are the business getters. That being the case, and 
because they mingle more with the public—especially the busi- 
ness public—than do others of their craft, it is important that 
they have the right view of some of the larger developments in 
transportation that do not relate to the technicalities of the busi- 
ness. Perhaps the views of an outsider, with some knowledge of 
the technical problems that vex you and some interest in your 
particular phase of the business, may, therefore, aid you in get- 
ting the correct perspective as to the relationship of things, the 
causes of certain situations, and opportunities for improvement 
in certain conditions. Sometimes we fail to see what others see 
because our noses are too close to our particular work, and some- 
times we do not even see the necessity for knowledge beyond 
that required for the discharge of our immediate duties. 

What is the so-called railroad problem? Fundamentally and 
broadly speaking, it is the problem of assuring to the carriers, 
under private ownership and operation, adequate revenue, and 
assuring to the public, at the same time, adequate service and 
reasonable rates. I think most of us can agree on that defini- 
tion, with perhaps minor changes or some amplification. If that 
is true it would seem that there ought to be more co-operation 
and understanding between carrier and shipper. I know that 
talk of co-operation between carrier and shipper sounds stale. 
We all believe in it—or say we do. But we do not all prac- 
tice it. We all believe—or say we believe—that the interest of the 
carrier and of the shipper are the same; that the carrier cannot 
exist without the shipper and that the shipper will not do much 
shipping if he is not liberal enough in his views to permit the 
carrier to make enough money so that it can continue its function 
of, carrying; but there is still the shipper or the representative of 
the shipper who thinks it is his duty to oppose everything pro- 
posed by the carrier—that the railroad is always trying to “put 
something over’; and there is still the carrier or the represen- 
tative of the carrier who thinks the shipper always wants the 
best of it and that it is his business to get and keep rates as 
high as possible and give the shipper nothing without a fight. 
Here, if you will permit the suggestion, is an opportunity for 
improving the situation. The shipper is your customer. Some 
of you treat him that way but some of you do not. It is your 
business to sell him transportation. You are entitled to your 
legitimate profit, but no more than that. Courtesy and forbear- 
ance are the spirit of successful commercialism. And you must 
concede something to business expediency. It is not always well to 
insist on the pound of flesh even if, strictly speaking, you are 
entitled to it. 


Railroad Rate Committees 


A lack of what might be called the proper business attitude 
on the part of the railroads, exhibits itself in several ways. 
There are, for instance, the railroad rate committees. This plan 
of rate committees and accompanying publicity so that shippers 
affected might know in advance of changes proposed and might 
state their objections, if they had any, was a voluntary offering 
on the part of the carriers—an outgrowth of the plan used under 
federal operation. Its purpose and theory are good and the car- 
riers are entitled to and have received great credit for their 
action. But the plan has been permitted to degenerate into a 
time-killing scheme, that is becoming the bane of shippers. They 
are glad of an opportunity to propose changes and to be heard 
on changes proposed by others, but what does it avail them to 
be heard if they get no action? I may say that individual car- 
riers themselves have their troubles with these committees that 
mistake deliberation and long drawn out routine methods for 
business. Business means action—it means initiative. It does 
not mean that a change in a freight rate or the institution of a 
new rate, for instance, that would be only justice to a shipper or 
that would enable a certain railroad to get some tonnage that 
it is not otherwise able to get, should be lost in the red tape of 
interminable committee procedure. There is perhaps no one 
thing in which the traffic departments of the railroads could bet- 
ter help themselves to a higher place in the esteem of their cus- 
tomers than by revising this rate committee plan so that it 
would work with something like business method. If it cannot 
be so revised, then it had better be cast aside altogether. It 
not only annoys the shipper but it is suppressive of initiative 
in the carrier. 

Railroad Initiative 


This brings us to the matter of railroad initiative and enter- 
prise in a broader aspect. A moment ago we defined the funda- 
mental railroad problem. But that problem has various phases, 
changing with the times. Just now, we might say, it is the ad- 
justment of rates so as reasonably to satisfy patrons of the rail- 
roads and assure the public that the railroads are carrying their 
part of the burden in the task of restoring business to normaley, 
without, however, robbing themselves entirely of the earnings 
that are necessary for them to live and continue to give the 
service on which commerce must depend. Whether you agree 
with that or not you must agree that, however we define it, we 
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have a perplexing phase of the railroad problem before us. But 
do we see railroad initiative—railroad leadership—in the attempt 
to solve it? The attitude of the railroads seems to be that the 
law is what it is and times are what they are and neither is 
their fault. They are victims and their hands are tied. It is 
true that they are shackled by over-regulation, but it is also true 
that they have the benefit of a degree of protection not afforded 
to other business. But even if the hardships outweigh the bene- 
fits, there is still opportunity for the exercise of talent in an 
attempt to make the scale swing the other way. 


High Freight Rates 


I have no sympathy with what has been spoken and written 
—some of it by persons who ought to know better, and much 
of it by persons who ought, at least, to know enough to find out 
the facts before they speak—about high freight rates throttling 
business. It has been pretty successfully shown that high rates 
have not throttled or even hampered business generally, in the 
sense that they have prevented tonnage from moving. No one 
has been more outspoken than I in insisting that rates must 
not be reduced generally as long as the business of the carriers 
was as bad as it was, though no one has been more insistent, 
either, that the carrier should give earnest attention to specific 
cases brought before them where it was alleged that the move- 
ment of traffic was being interfered with by high rates—this in 
their own interest as a means of increasing their business as 
well as out of fairness to others. 

The situation has not changed as toe the general level of 
rates stifling business, but it has changed somewhat as to the 
revenues of the carriers. Where there was an actual deficit last 
January and February, there was a net earning last July of four 
and a half per cent on the valuation of all the roads, as fixed 
by the Interstte Commerce Commission. That is not enough, to 
be sure, and it is not what Congress contemplated in passing 
the transportation act of 1920; but it must be remembered that 
business was not in its present parlous state when that act was 
placed on the statute books, else the percentage of earning pre- 
scribed might not have been so liberal. It must be remembered 
also that four and a half per cent, while not enough, is consid- 
erably more than most business is now earning. Is there not 
here, then, an opportunity for constructive action on the part 
of the railroads that would not only aid some business that is 
in even worse condition than the railroads, and thus contribute 
to the return to normal conditions, but that would also be a 
master stroke in winning for the carriers a place in public es- 
teem which, rightly or wrongly, they are losing? 

The Interstate Commerce Commission cannot order rates 
down, for it is bound by the transportation act to make rates 
that will earn for the carriers, as a whole, not less than five 
and a half per cent. I say it cannot, but what I mean is that 
it cannot do it legally. Lately it has, as in the western live 
stock, shown a tendency to regulate business generally instead 
of the railroads merely. It is to be hoped, however, that this is 
but a temporary aberration. The carriers, presumably, do not 
want legislation that will require or permit the Commission to 
reduce rates or that will place the rate-making power in the 
hands of the administration so that tariff schedules will be the 
football of politics. Is it not up to them, then, to suggest some- 
thing, possibly a readjustment by which certain basic materials 
might move at lower rates, basing their proposal on the avowed 
desire to be of benefit in the business situation with the hope 
that future benefit may result to themselves? The plan they 
suggested might not be the correct one or it might not be adopted, 
but even if it were not the best or were unsuccessful, it would 
at least show a desire on the part of the railroads to retire from 
the noble order of buck-passers. There is no one more con- 
cerned than the carriers in the proper solution of the transpor- 
tation questions confronting us, and yet, if you will stop to 
analyze, you will realize that all the solutions are proposed by 
others and that the railroads confine their efforts to objecting 
to or agreeing with what others say. They did have a program 
at the time the transportation bill that became the transportation 
act of 1920 was under consideration, but they have drifted since 
then. I should like to see them come forward with a plan for 
their own redemption, stop attributing their misfortune to the 
faults of others and fight the good fight. 


To Abolish the Labor Board 


In this connection let us think for a moment of the railroad 
labor situation and of what could be done here to increase the 
profits of the carriers and perhaps reduce the price of transpor- 
tation to shippers without depriving anyone of anything that 
is due or giving to anyone anything to which he is not entitled. 
The principal reason for the high rates now in effect is the high 
operating costs of the carriers, and the principal item in operat- 
ing cost is the cost of labor. The general average of operating 
expense is now about 92 per cent, which means that out of every 
dollar taken in by the railroads, 92 cents goes for operating ex- 
pense. Before the war it was about 65 cents. The principal 
items in this account are wages, fuel, maintenance of way, and 
maintenance of equipment. The biggest item is wages. In 1920 
labor got more than sixty cents out of every dollar taken in by 
the railroads. Before the war it got about 42 cents. These 
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figures serve to show where the railroad money goes and why 
high rates are necessary. They do not necessarily show that 
wages should be cut, but it is a fact that railroad labor is get. 
ting a much higher rate of pay than corresponding labor jn 
other employment, or than is justified by the economic situatioy, 
— then, the remedy here is to reduce the price paid to 
labor. 

The reason for the maintenance of this high standard of 
railroad wages is the United States Railroad Labor Board, created 
by the transportation act of 1920 to have jurisdiction over the 
matter. The railroads have been unsuccessful in inducing the 
board to reduce wages appreciably. One would think, then, that 
they would advocate abolition of the board, which seems to many 
others interested in the problem of reducing railroad costs, the 
thing to be desired. 

At a recent meeting of the Traffic Club of Chicago we haq 
before us a resolution calling on Congress to repeal that part 
of the act providing for the Labor Board. In the course of the 
debate it was stated that at a recent conference between railroad 
executives and the Illinois Manufacturers’ Association, a rail. 
road president had said that 90 per cent of the railroad execy. 
tives of the country were in favor of retaining the Labor Board. 
I do not vouch for the accuracy of the story that such a state. 
ment was made nor for the figures given by the railroad presi- 
dent if he did make it, but I do know that a large percentage of 
railroad executives are opposed to legislation abolishing the 
board. They regard it as a _ stabilizer—a protection against 
strikes or other labor trouble. Aside from the question as to 
just how much of a stabilizer the board will prove to be, in 
view of the fact that the men are now considering whether they 
shall go out rather than accept the small cut that was awarded 
(my own opinion being that the general labor and business situa- 
tion and not the Labor Board will be the stabilizer in this in. 
stance) and aside from the fact that some other means might 
be found of avoiding or settling labor troubles than by having 
a board whose jurisdiction over wages is absolute, what shall be 
said of an industry that avoids the responsibility and the burden 
of adjusting its own economic troubles, when the assumption 
and proper discharge -of that responsibility would do so much 
toward the return of normal and reasonable business conditions, 
and hides behind a government board? Would not the big, en- 
terprising, thrifty, broad-minded business man desire to have 
his business in his own hands that he might work out reasonable 
policies and keep step with others in the industrial world. rather 
than be bound and restricted by law and regulation, however 
safe it might make him, if that safety is purchased at the ex- 
pense of business effectiveness and economic soundness? 


Rate-Making Section 


Another evidence of railroad inclination to avoid the burdens 
of responsibility is the attitude of executives toward section 15 A 
of the transportation act. That, as you know, is the section re- 
quiring the Interstate Commerce Commission to make rates so 
that the carriers as a whole or by groups shall earn not less than 
five and a half per cent on their valuation as fixed by the Com- 
mission. It is generally and loosely called the guaranty section. 
Of course, strictly speaking, there is no guaranty to the rail- 
roads, and yet, in a sense, it is a guaranty to require by law that 
rates shall be so made as to produce a certain revenue. There 
is no guaranty to individual roads, but there is an assurance 
that, so far as the Commission is able to accomplish that end, 
there will be a definite amount of revenue in a given territory 
for which the railroads may fight. It is that guaranty that the 
railroads do not wish taken away. Perhaps just at this particular 
time, or at the particular time from which we may be emerging, 
they are justified in their position. And yet.it is this guaranty 
provision that has done more than anything else to stir the ire 
of shippers. All over the country they have demanded its repeal 
as the cause of the high rates. Of course, it is not the cause 
of the high rates, for the carriers even yet have not been able 
to earn the revenue contemplated by it and, until comparatively 
recently, they were just able to keep their heads above water. 
But as their earnings approach the six per cent aimed at by the 
Commission, it may truly be said that the high rates are caused 
by the law and the objectors will object louder than ever. 

Why not give up that section of the law? It is a bad one 
anyway, for the reason that, though it aims to provide five and 
a half or six per cent for the carriers as a whole, it deprives 
the individual carrier of half of what it may earn in excess of 
that percentage, thus decreasing by that much the fruits to the 
carriers from the rates fixed by the Commission. Would it not 
be much better merely to instruct the Commission to make rates 
that shall be adequate, leaving to the carriers to demonstrate to 
the Commission and to the good sense of the public generally 
what is adequate? And is this not especially true in view 9 
the fact that the five and a half or six per cent revenue has not 
been achieved anyhow? It is always good business to make 4 
concession when that concession costs nothing. It would seem 
that the carriers could forego Section 15 A, with no harm to 
themselves and great credit from their customers and the public. 


Dangers Ahead ‘ 
There are dangers ahead which the carriers are not ar 
all they might to avoid. One is the danger of political contro 
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_that either by law or by usurpation of the functions of a weak- 
ening Interstate Commerce Commission, rates shall be made as 
party policy for what the party in power may fancy to be the 
good of business, rather than as a part of a continued, settled 
transportation policy built on the demonstrated need of com- 
merce and the transportation agencies considered jointly and as 
having a common interest. 

Another danger is that of government seizure of the rail- 
roads, by absolute ownership or by federal operation. If the 
railroads fail to function properly under the law now in effect, it 
is quite within the range of probability that the next experiment 
will be for the government to take them over. We none of us 
want that. We none of us want the stomach ache, and yet we 
persist in doing the things that cause stomach ache. It is more 
than time to hang out the “Stop, Look, Listen” sign. The car- 
riers, to a large extent, have their fate and the fate of those 
dependent on transportation in their own hands. If they handle 
the present situation wisely they earn, though they may not 
receive, the thanks of the entire commercial world. For, really, 
it is those who depend on transportation who would suffer most 
by government ownership. Such a policy would, of course, mean 
the loss of some good railroad jobs for those who are able to fill 
them and do fill them now, with a corresponding gain in good 
jobs for an equal or greater number of men who are not able to 
fill them and do not fill them now; but the owners of the trans- 
portation lines would receive full compensation. The loser would 
be the man who wanted a car, or a rate change, or anything 
else of a transportation nature and had no “pull” in politics. 


Definite Policy Suggested 


There should be at this time a meeting of transportation 
minds in the forming of a wise and definite policy. That policy 
should aim immediately at the reduction of operating costs 
through the abolition of the Labor Board and by all other 
possible methods; a readjustment of rates so as to give the ship- 
ping public the benefit of any possible saving that may be 
achieved by this means; the establishment of some degree of 
certainty as to the rate level for some time to come; and the 
cultivation of business methods in the dealings of railroads with 
shippers and with each other, through the operation especially 
of individual initiative and enterprise. 

The end to be aimed at ultimately is relief from over-regula- 
tion and a situation where the roads, while they may be pre- 
vented from excesses and unfair practices, and their patrons may 
be protected from discrimination and profiteering, shall, within 
reasonable limits, stand on their own feet. But to accomplish 
this end the carriers must first show themselves worthy and 
establish a reputation witno the public and their immediate 
patrons, not only for honesty and fair dealing, but for business 
ability of the highest sort. The way to start is to cease being 
the hypochondriac. There is little the matter with the railroads 
that cannot be cured. Not all, by any means, but a large part 
of their troubles is mental. If they will help themselves they 
may be surprised to see how quickly their other diseases are 
healed. Out of such organizations as this American Association of 
Freight Traffic Officers can come much good, for, though you are 
organized largely for fraternal purposes, there is inspiration in 
your association. One may be blue and dispirited by himself 
but it is difficult to be so in a crowd. The public must be con- 
verted from the theory that the railroads may thrive and operate 
efficiently under too strict regulation and too rigid limitation of 
their income, and Be willing to see the railroads prosper; but 
the railroads, on the other hand, must show that they are en- 
titled to prosperity, to the end that, if there is no prosperity, 
they may at least say with truth that it is not their fault. 


RATE COMMITTEE TO SPEED UP 


_ Consideration has been given lately to the matter of speed- 
ing up the work of the Southwestern Freight Bureau. Previously 
there had not been devised a working plan for handling matters 
which properly come under the emergency class, nor was there 
any plan for handling such propositions when of extreme emerg- 
eney, for wire expression. A new plan has been inaugurated 
whereby propositions will receive emergency treatment when so 
requested over the personal signature of the chief traffic officers, 
with a five day limit if handled by wire, and a ten day limit if 
handled by mail. The following changes, all in the interest of 
expedition, were also decided on: 


? lst—That a special meeting of the general traffic committee be 
called for the second Tuesday in October for the purpose of cleaning 
up old dockets. 
2nd—That the by-laws and working rules be changed to provide 

at, as covering subjects received on and after September 6, the 
recommendation of the standing rate committee covering other than 
prersency matters will be promulgated within thirty days after 
a of such proposition in the chairman’s office. The present plan 
8 to weekly docket bulletins to be changed to provide for semi- 
Weekly docket bulletins. 
th rd—Beginning with November, and continuing for six months, 
wit regular meetings of the general traffic committee shall be monthly, 
pa the understanding that the executive committee delegates to the 
+ tr traffic committee authority to determine, just before the ex- 
thetion of the six months’ period, the question of whether meetings 
qareatter shall be monthly or bi-monthly. This question to be 
etermined by a majority vote. 
{th—All propositions upon which the standing rate committee has 
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made recommendations, 


in connection with which final conclusions 
have not been reached at the end of the first day of the meeting, will 
b:2 placed upon the supplementary docket of the general traffic com- 
mittee for consideration. 


TRANSCONTINENTAL RATE REDUCTION 


The Trafic World Washington Bureau 


Arrangements have about been completed by the Commis- 
sion for conducting an exhaustive hearing, at a large number 
of places, on Transcontinental Freight Bureau’s fourth section 
application No. 19, on westbound freight (Traffic World, Sept. 
3, p. 461). The hearing will be prolonged because the appli- 
cation raises the one question about which the intermountain 
country will fight, no matter when it is raised or by whom. 

The fight on this application is expected to be spirited, if 
not bitter, because, generally speaking, there are now no de- 
partures from the long-and-short-haul part of the fourth section 
on eastbound traffic. The transcontinental carriers, on August 
22, were authorized, on short notice, to publish reduced rates 
on canned goods and a long list of similar commodities to east- 
ern defined territories, on condition,. however, that they observe 
the long-and-short-haul part of the fourth section as to points 


- of origin. A short time thereafter they published the rates on 


that schedule of commodities to the Southeast and thereby sat- 
isfied dealers in the Southeast who protested against having 
their territory invaded with such goods, originating in trans- 
continental territory, from points on the border of the Southeast 
to which the reduced rates established on August 22 applied. 

Application No. 19, in effect, is a move to re-establish the 
conditions on westbound freight that brought about the more 
or less celebrated Spokane case and its numerous appendices. 
It asks for authority to establish rates from eastern points of 
origin to Pacific coast ports, to meet the competition via the 
Panama Canal, without reducing rates at intermediate points, 


except as those rates may be cut by full combination on the 
ports. 


If granted, it would bring back into operation the “back- 
haul” principle of making rates, which is obnoxious to Spokane 
and other intermediate points. The intermediate points have 
fought that way of making rates, while the carriers have con- 
tended for it on the ground that that is the way rates to inter- 
mediate points were made ‘in the beginning. That is to say, 
before the transcontinental carriers were established, goods were 
brought from the eastern to the western ports by ship and then 
carried into the interior on muleback, overland freight wagons 
or by the railroads that were built from the western ports to 
the interior. The carriers have contended that to require them 
to keep their rates at the interior points down to the level of 
the terminal rates would be to penalize them for having formed 
through routes by means of which freight could be brought to 
the interior points, either all-rail or from the western ports. 


When boats disappeared from the Panama Canal route the 
Commission, on complaint of the intermediate points, withdrew 
fourth section permission and required the alignment of rates in 
accordance with the letter of the long-and-short-haul section, di- 
vested of the proviso. After that was done the Intermediate 
Rate Association asked that rates be graded from the interme- 
diate points to the western ports. The Commission, because 
service had been resumed through the canal, dismissed the com- 
plaint, thereby denying to the intermediate territory the thing 
that would have caused great rejoicing in that part of the coun- 
try—namely, rates lower than to the more distant ports. 


The Commission, in one of the California interior terminal 
cases, modified the back-haul practice by authorizing the carriers 
to establish rates to the more distant points provided they would 
make rates at the intermediate points by adding to the terminal 
rates factors not higher than three-fourths of the local rates 
from the ports to the interior points. The application, hearings 
on which are to be begun soon, probably beginning with a hear- 
ing at Chicago, proposes that the rates to the intermediate points 
shall be made by adding to the terminal rates the locals from 
the nearest terminal. The nearest terminal is defined in the 
application as meaning the terminal having the lowest rate to 
the intermediate destination, regardless of the actual distance, in 
miles. 

The fact that the transcontinental carriers, on their east- 
bound stuff, have observed the terms of the long-and-short-haul 
part of the fourth section, it is believed, will be used in argu- 
ment, by the protestants from the intermediate points as much 
as any other fact, to convince the Commission that it should 
not permit departures. They protested vigorously against fourth 
section permission on eastbound freight and they won their fight, 
perhaps because the transcontinental carriers were in a hurry 
to establish rates that would enable them to meet the competi- 
tion through the canal. The carriers had to make that conces- 
sion if they desired to establish the rates on less than statutory 
notice, although from the time they started until the rates were 
made operative, more than thirty days elapsed. If they had not 
consented, however, the Commission would have set down the 
fourth section applications for hearing and the matter probably 
would still be pending. 
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OCEAN GRAIN RATE CONFERENCE 


The Trafic World Washington Bureau 


In conference with Vice-President Love of the Shipping 
Board, September 16, representatives of millers agreed on a plan 
designed to bring about greater elasticity in ocean rates on 
grain, from north Atlantic ports to the United Kingdom and 
European ports, to enable north Atlantic lines to compete with 
tramp steamers, which have been taking business from the 
regular lines by cutting rates. Announcement of the plan, how- 
ever, was not to be made until after Love held a conference in 
New York, September 20, with representatives of north Atlantic 
lines. The conference was held because the regular lines pro- 
tested that the present rate arrangement was unfair to them. 

No definite action was taken in New York September 20 at 
the conference between Vice-President Love of the Shipping 
Board and representatives of the Joint Continental Conference 
and the North Atlantic U. K. Conference on the subject of ocean 
grain rates and the application of the flour differential of 5 cents 
in connection with the grain rates. Further consideration was 
to be given the matter. 

The establishment of the differential of 5 cents on flour over 
wheat was brought about some time ago as the result of negotia- 
tions conducted with the board by representatives of the millers. 
At the time that differential was established the board agreed 
to consult with the millers in the event a change were made in 
the grain rates. When protest was made to the board by the 
North Atlantic lines against the existing ocean rates on grain, 
they were informed that the board would have to take the matter 
up with the millers and the conference with Vice-President Love 
in Washington on September 16 followed. 

Improvement in methods of handling shipments of grain 
products for export was discussed at a conference September 22 
between Mr. Love and W. E. Humphrey, G. Abbott, and H. D. 
Voder, representing southwestern millers. Love said the millers 
desired the co-operation of the board in “hitching up” inland 
and ocean transportation facilities to better advantage than has 
existed in the past, and that the board would do its part. The 
rate situation was not discussed, he said. 

Officials of the Shipping Board traffic department said, Sep- 
tember 23, that negotiations relative to readjustment of ocean 
grain rates to the United Kingdom and European ports were 
still in progress and indicated that a final conclusion might not 
be reached for several days. 





COTTON RENTAL TARIFFS SUSPENDED 


The Trafic World Washington Bureau 


In I. and S. No. 1408, the Commission on September 21 sus- 
pended, until January 23, Emerson supplements, No. 7 to his 
I. C. C. No. 61, effective September 25; suplement No. 8 to his 
I. C. C. No. 61, effective October 15, and his I. C. C. No. 62, op- 
erative October 25 They propose to increase the railroad space 
rental charge on compressed and uncompressed cotton and cot- 
ton linters at Louisiana ports, as indicated in the table below: 


UNCOMPRESSED—RATES IN CENTS PER BALE. 

Present. Proposed. 

a A 8 a. ow nls boca eat mse muvee ewtale ween acaerware 5 Yj 
a RE ene ere te tn net ee ee 10 13% 

eT ga as oa nes we $line el el ma Hid ele a aTaleeehe 20 27 

I I MU IR yc! es 6) di 1-4: 0166: 6 410i6) ecei'¥ 0c wr elare: Ke saree eae 34 
BO A eR re er ere 30 1014 
After 28 days, additional per day, per bale............ 1 1% 

COMPRESSED—RATES IN CENTS PER BALE. 

Present. Proposed. 

eC OrIY (MINI FENN 6 cg (915. u's co whan avereoen ete oe Be Wore ear 5 7 
STIPE ogo hercioie wrkiu wicca wracecee es Siw scinleig aoe violas 10 13% 
BeOS ANRC 6 al cco as larch wank ailoeae.araiviele oGhoaculee 20 a 

EE a ee a ern ee ee 34 
I NE GI I Ge a: 005, 0000-0. 010.) 4, sera a a hiwinia oR owieemes 30 401% 
After 26 days, additional per day, per bale............ 1 1% 


RAILROAD FUNDING BILL 


The Trafic World Washington Bureau 


With the decision of Senate leaders to press the tax revi- 
sion bill for early passage, it was believed this week that con- 
sideration by the Senate of the Townsend-Winslow railroad bill, 
which authorizes the War Finance corporation to buy railroad 
securities from the Railroad Administration, would be tempo- 
rarily delayed. Stubborn opposition to the railroad bill is ex- 
pected from a few senators, including Senators La Follette and 
Stanley, but once the Senate leaders decide to bring the measure 
forward, it is regarded as certain that it will pass. The sales 
by the Railroad Administration of equipment trust certificates 
will be used, it is believed, as an argument in favor of passage 
of the funding bill and as an answer to the charge of the op- 
ponents of the proposed legislation that if the bill passes, the 
government will have to take the securities and hold them for 
a long period before getting them into the hands of the investing 
public. Eugene Meyer, Jr., managing director of the War Finance 
Corporation, in negotiating the sales of certificates, has made 
good his prediction before the Senate and House interstate com- 
merce committees at the hearings on the railroad bill that the 
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market would soon be such as to absorb some of the railroaq 
securities held by the Railroad Administration. 

An additional sale of equipmeht trust certificates for the pur. 
pose of increasing his funds with which to make final settlements 
with the railroads was announced September 19 by the Director. 


General. Certificates aggregating $13,778,000, par value, were 
sold at par to White, Weld & Co., Brown Brothers & Co. and 
Lee Higginson & Co., and a second lot of $6,426,000, par value, 
was sold to the Prudential Insurance Company of America. 
These sales, with those previously made, bring the total to $27. 
704,600. The sales were made through Eugene Meyer, Jr., man- 
aging director of the War Finance Corporation. 


The securities sold were as follows: 


To White, Weld & Co., Brown Bros. & Co., and Lee, Higginson & 
Co., the following: * 

Atlantic Coast Line R. R. Co., certificates maturing from 1930 to 
1935, both inclusive, $2,551,800. : 

Atchison, Topeka & Santa Fe Ry. Co., certificates maturing from 
1930 to 1935, both inclusive, $1,346,400. : 

Central R. R. Co. of New Jersey, certificates maturing from 1936 
to 1935, both inclusive, $783,000. 

Chicago, Burlington & Quincy R. R. Co., certificates maturing from 
1930 to 1935, both inclusive, $831,000. 

Great Northern Ry. Co., certificates maturing from 1928 to 1935, 
both inclusive, $1,145,200. 

Louisville & Nashville R. R. Co., certificates maturing from 1930 
to 1935, both inclusive, $4,223,400. 

Norfolk & Western Ry. Co., certificates maturing from 1930 to 
1935. both inclusive, $1,158,000. 

Pittsburgh & Lake Erie R. R. Co., certificates maturing from 
1930 to 1935, both inclusive, $232,800. 

Pittsburgh, McKeesport & Youghiogheny, certificates maturing 
from 1928 to 1935, both inclusive, $1,506,400. 

To the Prudential Insurance Co. of America: 

Atchison, Topeka & Santa Fe Ry. Co., certificates maturing in 1928 
and 1929, $980,800. 

Central R. R. Co. of New Jersey, certificates maturing 1928 and 
1929, $791,000. 

Chicago, Burlington & Quincy R. R. Co., 
and 1929, $808,000. 

Great Northern Ry. Co., certificates maturing from 1928 to 1935, 
both inclusive, $1,145,200. 

Louisville & Nashville R. R. Co., certificates maturing 1928 to 1929, 
$1,407,800. 

Norfolk & Western Ry. Co., certificates maturing 1928 and 1929, 
$918,000. 

Southern Pacific Co., certificates maturing 1928 and 1929, $375,200. 


certificates maturing 1928 


Additional sales of railroad equipment trust certificates in 
an aggregate amount of $5,479,500 were announced by the Direc- 


» tor-General September 20, bringing the total sales as of that 


date to $33,184,000. The announcement of the sales was made 
through the War Finance Corporation which stated that the 
sales were made through Director Meyer of the Corporation. 
The issues sold are of the.first six maturities—that is January 
15, 1922 to January 15, 1927, inclusive, of the following com- 
panies and in the following amounts: Atchison, Topeka & Santa 
Fe Railway, $1,471,200; Norfolk & Western Railway Co., $1,377,- 
000; Chicago, Burlington & Quincy Ry. Co., $1,212,000; Central 
Railroad Company of New Jersey, $1,186,500; Pittsburgh & Lake 
Erie Railroad Co., $232,800. 


Additional sales of $30,298,500 of equipment trust certificates, 
bringing the total sales to date to $63,482,600, were announced 
September 22, today, by the Director-General. The purchasers 
were White, Weld & Co., Blair & Co., Hornblower & Weeks, L. F. 
Rothschild & Co., Freeman & Co., and Salomon Brothers & Huitzler. 


In an attack on the Harding administration in the Senate, 
September 21, Senator Harrison, of Mississippi, referring to the 
railroad funding bill, said the President had said the Senate 
would pass the railroad funding bill. 


“That is a new term—‘funding’,” the senator continued. “It 
is camouflage, merely to camouflage the government loaning to 
the railroads $500,000,000, and the people will realize it before it 
is over, and you will have a harder time passing that bill, as 
well as your proposed bill funding the international debt, than 
evidently your President thinks you are going to have.” 


REDUCTIONS IN HARDWOOD RATES 
The Trafic World Washington Bureau 


Hearing on No. 12995, Southern Hardwood Lumber Associa- 
tion vs. Illinois Central, which had been definitely fixed for Wash- 
ington on September 29, was postponed to October 4, at the re- 
quest of complainants, in order to give the hardwood shippers 
opportunity to hold conference with eastern lines, September 27, 
with a view to having them agree to a reduction in hardwood 
rates without putting the whole burden on the southern lines. 
The effort to have the hearings take place at Chicago came to 
naught. Commissioner Cox will have his first experience with 
a freight rate case in this case. Chief Examiner Quirk is to 
sit with him. 


One of the stumbling blocks in this case has been the ul 
certainty as to whether the northern lines, in the event the 
southern agreed to a reduction to help the industry revive, wou d 
stand any of the loss in revenue that might result. The hard- 
wood people felt sure that no loss in revenue would result, but 
that, on the contrary, there would be an increase, but of course 
they could not give assurances to that effect. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 


Questions of Interest to Traffic Men 
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REDUCTIONS IN SALT RATES 


Editor The Traffic World: 

In your edition of September 17, page 551, reference is made 
to 1. & S. docket No. 1398 suspending certain rates on salt from 
Louisiana producing points to St. Louis, Chicago, and inter- 
mediate points on the Illinois Central and Yazoo & Mississippi 
Valley railroads. : 

A table is published showing the present and proposed rates 
which, at first glance, would reflect considerable reduction. The 
present minimum weight on salt to the points enumerated by you 
is 30,000 pounds. The proposed rate to the same points will be 
subject to a minimum weight of 80,000 pounds except that when 
weight carrying capacity of car is less, such weight-carrying 
capacity will be the minimum weight. 

From this you will see that the apparent reduction does not 
heavily involve the carriers. 

Myles Salt Company, Ltd., 
V. Schaffenburg, Traffic Manager. 
New Orleans, La., September 20, 1921. 


SAND, GRAVEL AND STONE TRAFFIC 


Editor The Traffic World: 

In The Traffic World of August 20 (page 356) appears an 
article quoting from “Railroad Information,’ a pamphlet issued 
periodically by the Association of Railway Executives, presum- 
ably for the purpose of enlightening the public. Such publicity 
would be desirable and wholly commendable if the whole truth 
were reported and if the conclusions drawn were not frequently 
maliciously misleading. Under such circumstances the state- 
ments given out become obnoxious propaganda and cause the 
public to lose any new faith it may have gained as to the pur- 
poses of the carriers to give fair play. 

In the particular report referred to the statement is made 
that shipments of sand and gravel and crushed stone for the 
seven weeks ending July 16, 1921, showed an increase of 50,280 
cars, or 3344 per cent over the same period last year. Well and 
good. It is hoped that the figures are correct. But no men- 
tion is made of the fact that during the period of 1920, which 
was used as a basis of comparison, the movement of sand and 
gravel and crushed stone was curtailed from 50 to 60 per cent 
because of preference in open-top car supply in favor of the 
coal mines. Taking into consideration the vast amount of con- 
struction work of all classes which has accumulated during the 
last five years, is it not surprising that the railway executives 
appear satisfied and even jubilant over a 3344 per cent increase 
in comparison with a period of building curtailment brought 
about by their indefensible policy of giving priority to the move- 
ment of coal. 

The unfair comparison was made evidently so that the 
following statement would appear to be a logical conclusion: 

The traffic executives feel that these figures indicate that the 


movement of these two classes of commodities has not been retarded 
and does not require stimulation. 


No mention is made of the fact, however, that a large part 
of the money appropriated and available for highway construc- 
tion is being withheld pending a reduction in freight rates to a 
reasonable level, and that thousands of tons of sand and gravel 
and crushed stone are being hauled by water and trucks to avoid 
the exorbitant freight rates, while untold numbers of cars and 
locomotives of the railroads are lying idle. Will the public con- 
sider this good business acumen on the part of the railway ex- 
ecutives—tonnage at hand, surplus equipment standing on side- 
tracks, and a decrease in the movement of at least 3314 per cent 
oe what it should be, as may be deduced from their own 

gures? 

_ The article goes on to say that the movement of roadbuild- 
ng materials is “characteristically a short-haul business” which 
precludes its consideration from a national point of view.” 
While it is true that sand and gravel and crushed stone are 
Widely distributed, yet the carriers, by applying excessive rates, 
have greatly restricted the potential market area. Moreover, 
Since the states have practically been denied the right to adjust 
tates on the theory that intrastate rates shall not discriminate, 
a against interstate rates, why is it that the matter is not a 
national issue? In addition, the carriers act as a unit to oppose 
Proper rate adjustments; why should not the sand and gravel 
and crushed stone shippers unite to protect their industries 
against the peril of excessive freight rates? 








The producers of sand and gravel and crushed stone do not 
desire the railroads to haul their materials at rates which are 
not compensatory, taking into consideration the favorable trans- 
portation characteristics of the traffic. However, the fight will 
be continued until every producer of these commodities is ac- 
corded just and reasonable rates, irrespective of what the car- 
riers may think with regard to the matter being of national 
import. 

E. Guy Sutton, Executive Secretary, 
National Assn. of Sand and Gravel Producers. 
Washington, D. C., Sept. 12, 1921. 


HENRY FORD AND HIGH RATES 


Editor The Traffic World: 

Although there has been considerable discussion all over 
the country relative to Henry Ford and his management of the 
D..T. & I. Railroad, the fact remains that the majority of the 
public, who are practically ignorant regarding transportation 
matters, are being sadly disillusioned by press reports concern- 
ing Ford’s reduction of rates on his road. It is sad when the 
New York Commercial, a business journal of supposed intelli- 
gence and standing, prints the article referred to by The Traffic 
World September 10. Anyone with sound business sense and 
ability could accomplish the same results as Ford if he con- 
trolled the same large amount of traffic. Of course, we realize 
that his enterprise is: perfectly legitimate and is a further credit 
to his business ability. However, he should not allow the public 
to believe that he has revolutionized the railroad industry to 
such an extent that he can reduce his rates for that reason. 
All that he has done is to’divert traffic that would ordinarily 
be routed over other lines to his own and otherwise make use 
of his wide influence as a shipper and receiver of freight. An 
example of his wide influence is a form giving shipping instruc- 
tions, forwarded by a large concern having a plant located on 
the outskirts of Detroit to concerns from which it purchases 
material for delivery to this plant. Four different routes are 
specified on this form by which shipments may be routed, but 
all of them specify D. T. & I. delivery. This evidence should 
convince any of the doubtful ones just how he can afford to 
offer to reduce his rates. 

When Ford took possession of the D. T. & I. he disrupted 
the labor unions by establishing the $6 minimum wage and an 
eight-hour day, but he insists on a full day’s work and thereby 
has greatly reduced his force of employes. It is stated that he 
allows no lost motion and idleness and requires an employe, if 
he finishes his particular job in less than eight hours, to work 
at something else until his time is up. This is simply nothing 
but business efficiency and should be applied in all industrial 
organizations. However, the saving effected thereby by Ford 
would not be sufficient for him to cut rates if it were not for 
the fact that he controls an enormous amount of traffic which 
he naturally diverts over his line. 

Everyone is desirous of seeing freight rates drop, as some 
of the rates at present are a burden on the industries. In times 
of war traffic is bound to move; also when business is good; 
but in times of business depression, a period of which we are 
now undergoing, the rates may be high enough to keep the traffic 
from moving. The carriers would like to reduce rates, but un- 
der present conditions and with the majority of them in financial 
difficulties, they are not in a position to do so. The cost of labor 
is the principal item in the operating cost of a railroad, and this 
must come down before rates can be reduced. The carriers are 
powerless to cut operating costs, because labor is not willing 
to accept a lower wage and, furthermore, cannot be compelled 
to accept same unless the United States Labor Board sanctions 
the reduction. 

The time for government control of the railroads is over 
and the Labor Board should be abolished and the control of 
operating costs placed in the hands of the carriers. There is 
no reason why the railroads cannot manage their own affairs, the 
same as any other industrial organization, and it is quite appar- 
ent that until they are allowed to do so, freight rates do not 
stand much chance of being reduced to any material extent, such 
as will be sufficient to move traffic, which is now practically at 
a standstill. 

Trenton, N. J., Sept. 15, 1921. 


Miles Powell. 


Editor The Traffic World: 
In the issue of September 17 The Open Forum begins with 
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war and Trotsky and ends with “nuts,” and some advice for 
Hank and the D. T. & I. Why not change The Open Forum 
to read “The Open Ford,” and make a bid for the A. R. A. stuff 
from Broadway? Believe if you get them both in one ring it 
will save the A. R. A. lots of money and Henry will sell more 
busses and get more freight from his customers. ’ 
Chicago, September 21, 1921. A. L. Uttermark. 





Editor The Traffic World: 

I have been very much interested in the discussion in your 
paper regarding Henry Ford’s purchase of the D. T. & I. Ry. 
and his putting it on a paying basis. 

Mr. Ford happens to be about the only very rich man who 
is looked up to as a popular idol by the masses instead of being 
disliked. That is because he has the reputation of paying higher 
wages for similar work than any of his competitors (if he really 
has competitors) and selling his product for less. His greatly 
increasing the traffic of the D. T. & I., of course, could not keep 
from putting that line on its feet if it was economically man- 
aged—this should be clear to anyone who will use his thinking 
machinery for a moment, so no argument is necessary on that 
point. What I would like to see you explain, however, is the 
statement from the New York Commercial on page 495 of your 
issue of September 10 that Mr. Ford has reduced the number 
of employes of his line from 2,700 to 1,650. 

In previous issues you stated his line is now handling about 
1,200 cars a day instead of 200 cars as it did before he purchased 
it. If it is a fact that he can handle six times as much traffic 
with less than two-thirds the number of employes, either the 
D. T. & I. was woefully mismanaged or he is doing something 
other railroad managers cannot do. 

I would like to see some explanation of how he can handle 
so much more freight with so many less men. That is the 
meat in the cocoanut. 


Chattanooga, Tenn., September 20, 1921. 3B. R. Shepherd. 


LA ROE GOES AFTER FORD 


Unless the Commission reverses every precedent made by it 
since it received the power of suspension, in 1910, it will order 
the cancellation of the Detroit, Toledo & Ironton tariff reducing 
rates on coal from mines in the Jackson district to Toledo and 
other points in Ohio. A typical reduction proposed in the tariff 
under suspension in I. and S. No. 1381 would be from $2.26 to 
$1.81, from Jackson to Toledo. 

An order to cancel the suspended tariff is indicated as the 
probable treatment because the Detroit, Toledo & Ironton did 
not appear at the hearing at Columbus, O., September 14, held 
by Chief Examiner Quirk. Under the Commission’s practice fail- 
ure to appear has been the same as a non-suit in a law case. The 
Commission is not bound by the rules of law pertaining to res 
judicata, stare decisus, or non-suit, but it has so conducted its 
proceedings that the rules mentioned have not been flagrantly 
disregarded. There is nothing in the record in I. and S. No. 
1381 that would lead one to expect anything other than an order 
directing the cancellation of the tariff. 

Wilbur LaRoe, Jr., appearing for the Consolidation Coal 
Company in support of the protest that caused the Commission 
to suspend the tariff in question, was not content to allow the 
matter to go by default. He discussed the case, expressing 
regret that the Detroit, Toledo & Ironton had elected, after 
obtaining the publicity following the filing of the tariff, to ignore 
the matter. In ordinary circumstances, he said, he should have 
remained silent because a cancellation of the suspended sup- 
plement “is necessary if no attempt is made to justify it.” 


In saying that LaRoe was setting forth the fact known to 
him while he was chief examiner for the Commission, and also 
a fact learned by him since he was been practicing law. Only 
because the matter had assumed a public importance, he said, 
did he think it desirable to outline the position he would have 
taken had the Detroit, Toledo & Ironton undertaken justifica- 
tion of its proposal. 


Speaking for his client he said he was prepared to prove 
that the Detroit, Toledo & Ironton, in a large measure, is a 
plant facility of the Ford Motor Company, which in 1919 took 
over the consolidated business of the Ford Motor Company and 
Henry Ford & Co., Inc., operating 35 branches, including 30 as- 
sembling plants. He said its authorized capital was $100,000,000, 
of which $17,000,000 was outstanding. Henry Ford owns 95,321 
shares, Edsel B. Ford, his son, 71,911 shares, and Clara Ford, 
wife of Henry, 5,414 shares. The Ford interests, LaRoe said, 
have as subsidiaries: Michigan Iron, Land & Lumber Co., or- 
ganized in 1920, mining and lumbering operations for the Ford 
Motor Company in Michigan; the Dearborn Realty and Construc- 
tion Company; the Dearborn Publishing Company; and the Ford- 
son Tractor Company. In addition, LaRoe said, the Ford Motor 
Company controls, in part, the tonnage of the Kelsey Wheel Co., 
the Fisher Body Corporation, and the Briggs Manufacturing Co. 
They provide certain Ford parts, under contract. 

LaRoe estimated the tonnage of the concerns mentioned at 
13,466 cars annually, or 400 cars per working day. 

With regard to the rate adjustment threatened by the pro- 
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posed reduction, LaRoe pointed out that the route of the Di, FB 
& I. is about 50 per cent longer than the short line; that the 
Commission established the rates from Hocking-Jackson district 
in I. and S. No. 774, in an effort to bring an end to the war 
between Ohio railroads and Ohio operators on the one hand and 
West Virginia operators and West Virginia railroads on the 
other; that the adjustment was made with a view to the best 
interest of the greatest number and not for a single line. He 
called attention to what he said was a fact that should be better 
known by those who have discussed the questions raised by the 
action of the Ford railroad, that the D. T. & I. does not consti- 
tute an intrastate route from the Jackson field to Toledo. He 
said the route passes out of Ohio into Michigan and then back 
to Ohio. 

In closing the statement to the Chief Examiner Mr. LaRoe 
brought forward the phase of the subject that is more interest- 
ing to traffic men than any other—the question as to what ex- 
tent, if any, the Ford interests have used the control they have 
over a big tonnage. to obtain for the Ford road more tonnage or 
larger divisions. On that phase he said: 

“If at some later time the D., T. & I. desires to be heard 
in this matter we should like to have the following information 
furnished by this carrier: (1) The extent to which the increase 
in the tonnage of the D., T. & I. since Mr. Ford assumed con- 
trol consists of traffic consigned to or shipped by the Ford 
Motor Company, or any of its agents or subsidiaries. (2) The 
total tonnage shipped or received annually by the Ford Motor 
Company, or by any of its agents or subsidiaries. (3) All divi- 
sions of the D., T. & I. on coal traffic. (4) All increases in the 
divisions of the D., T. & I. on all traffic since Mr. Ford assumed 
control. (5) All contracts, agreements, instructions and corre 
spondence of any kind between Mr. Ford, or the Ford Motor 
Company, or the D. T. & I., on the one hand, and any other 
railroad, or any other person or company regarding the move- 
ment of freight over the D., T. & IL, the object of this inquiry 
being to ascertain whether the Ford interests have sought to 
force the movement of traffic over the D., T. & I. 

“The effect of. this proposal, if approved, upon the coal reve- 
nues of other carriers is obvious. The framers of this tariff 
either were ignorant of the existing rate structure or acted in 
reckless disregard of it, and with like disregard of the rights 
of shippers and consumers... 

“In I. & S. 774, in which the Commission established this 
coal rate adjustment, it specifically said that the rates could not 
be predicated on the costs or revenues of a single carrier, but 
that the carriers must be considered as a whole. This pro- 
posal is made by the arbitrary action of a single railroad. 

“Permit me to say in closing that this destructive proposal 
would seem less offensive to us had it not been made by one 
who poses as a public benefactor and who, having accomplished 
his full purpose by the mere filing of this tariff, elects not to 
come here at the appointed time and place to justify the pro- 
posal he has submitted to the Commission.” 


WORLD’S SHIPPING TONNAGE 


E. S. Gregg, chief of the new transportation division of the 
Bureau of Foreign and Domestic Commerce, has made the fol- 
jowing study on comparative figures on the world’s shipping 
tonnage: 

“Interesting changes in quantity and ownership of the world’s 
tonnage as well as the types of tonnage in use are revealed in 
the new edition of Lloyd’s Register of shipping for 1921-22. The 
world’s steamers, excluding those on the Great Lakes, increased 
from 45,400,000 gross tons on June 30, 1914, to 58,900,000 on June 
30 last. During this period the steam tonnage of the United 
States multiplied six times, while that of the United Kingdom 
gained by only 2 per cent. The United States now has nearly 
three-fourths as much sea-going tonnage as the United Kingdom 
and 23 per cent of the total, whereas in 1914 it had only one-tenth 
as much and less than 5 per cent of the total. Japan now stands 
third on the list as compared with sixth in 1914, and France has 
risen from fifth to fourth place, Germany dropping from second 
to eighth. 

“The following table shows the world’s steam tonnage of the 
principal countries during 1914 and 1920 and the percentage of 
increase or decrease of each: 


WORLD’S STEAM TONNAGE, BY PRINCIPAL COUNTRIES 








1914 1920 Increase or Decrease 

Country Gross Tons Gross Tons Gross Tons Percentast 
United Kingdom ..... 18,900,000 19,800,000 + 400,000 + 4 
United States* ....... 2,000,000 13,500.000 +11,500.900 +515 
BEE: Siventncrunnney 1,700,000 3,400,000 + 1,700,000 +m 
ee ere 1,900,000 3,300,000 + 1,400,000 + a. 
LO re ree 2,000,000 2,400,000 + 400,000 6 7 a 
ero losars naroteccivarstoepes 1,400,000 2,500,000 + 1,100,000 + Hh 
0 ee rrr 1,500,000 2,200,000 + 700,000 a of 86 
re 5,100,000 700,000 — 4,400,000 _— 30 
Other countries ....... 8,900,000 11,600,000 + 2,700,000 + 

MEE. ceeds acsd nectar 43,400,000 58,900,000 


*Great Lakes tonnage included. 


“While the increase in total tonnage is large in view of = 
diminished trade of the world, there are three facts that shoul 
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not be overlooked: (1) Wood and composite steamers, which 
totaled: less than 500,000 tons in 1914, now amount to 2,300,000. 
practically all of these vessels are unfit for competitive peace- 
time services: (2) iron steamers are rapidly being scrapped; 
petween 1914 and 1921 they decreased by 1,100,000 tons to the 
1,800,000 now on the register. Most of these ships are uneconom- 
ical; (3) there are today 5,800,000 tons of ships over 25 years of 
age, vessels which can hardly be expected to pass another sur- 
yey. But when these points have been given due weight, it 
must be borne in mind that the surplus of tonnage is still 
enormous and that the quantity of cargo moving is only about 
four-fifths that of 1913. 

“The sailing tonnage decreased 852,000 tons between 1914 
and 1921, the United States being the only country to register a 
gain. Nearly 41 per cent of the total tonnage of sailers is under 
American registry, though it should be remembered that the fig- 
ures include a large number of sailing barges. The percentage 
of sailing vessels to the world’s tonnage is now 5 per cent as 
compared with 8 per cent in 1914 and 22 per cent in 1902. 

The following table gives the world’s sailing tonnage by 
countries with the percentage of increase or decrease of the 
yarious countries: 


THE WORLD’S SAILING TONNAGE, BY PRINCIPAL COUNTRIES 
1914 1920 Increase or Decrease 


Countries Net Tons* Gross Tons Gross Tons Percentage 
United Statest ........ 943,000 1,186,000 +243,000 +26 
Se a errs 397,000 353,000 — 54,000 —14 
United Kingdom ...... 365,000 252,000 —113,000 —31 
ae a a nee 547,000 213,000 —334,000 —61 
RRA RE UNE lef Rete 237,006 183,000 — 54,000 —23 
ee See 1,197,000 921,000 —-276,000 —23 

POUR on ciiesiginew os aca 3,686,000 3,128,000 


* Available only in net tons for 1914. The gross and net tonnage 
of sailers is practically the same. 
7Great Lakes excluded. 


“Striking increases have taken place in tankers, motor 
ships and oil-burning vessels. In 1914 there were 385 steamers 
for the carriage of petroleum in bulk, with a total tonnage of 
1,500,000 gross tons. At present there are 801 vessels aggregat- 
ing 4,400,000 tons. Thirty-seven of these are over 10,000 gross 
tons each and 55 are between 8,000 and 10,000 tons. 

“The number of ships fitted with Diesel engines has in- 
creased since 1914 from 290 vessels, totaling 234,000 gross tons, 
to 1,447, aggregating 1,300,000 tons. Since motor ships are more 
economical to operate than steamers, it seems probable that they 
will continue to gain on steamers, even in a period of depression. 

“In 1914 only 364 steamers, of 1,300,000 gross tons, were 
fitted for burning oil fuel; today 2,536 vessels, of 12,800,000 tons, 
are so equipped. Steamers using oil as fuel comprised only 3 


per cent of the total in 1914, as compared with 22 per cent to- 
day.” 


SHIPPING BOARD AFFAIRS 


The Trafic World Washington Bureau 


Chairman Lasker of the United States Shipping Board, Sep- 
tember 16 and 17, reviewed some of the accomplishments of the 
Board in the three months since the members took the oath of 
office. He told what the board had been doing in the way of 
cutting expenses and in reducing the number of employes. 

On June 15, when the new board assumed its duties, accord- 
ing to the chairman, there were 8,324 employes and a total pay- 
roll of $15,893,796 annually. On September 15, the chairman 
said, the number of employes had been cut to 6,358 and the pay- 
roll to $12,952,690. These reductions were effected in about half 
of the departments of the board and further reductions will be 
made, Mr. Lasker said. The total number of new employes was 
given as 382 and the total salaries for those employes at $1,208,- 
000. This number of new employes, it was explained, included 
transfers from one department to another, and, therefore, was 
not net. 

Reorganization of the European offices of the board will be 
undertaken at once by J. H. Sheedy, formerly in the shipping and 


POSITIONS WANTED OR OFEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER 1N DEMAND 
ind THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements ars as <ollows: First insertion, $1.00 pe 
line: minimum charge, $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
§ point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street. Chicago. TI) 


POSITION WANTED—Experienced Rate Man, all territories, rail- 
toad and commercial experience, thoroughly familiar all phases of 
traffic work; age 30 years. Immediately available. Address E. R. Z. 
387, Traffic World, Chicego. 

Or 
, For SALE—Baxter Charcoal Car Heaters. Address John Gund 
Brewing Co., LaSalle, Wis. 

















.FOR SALE—Several thousand first-class No. 1 6x8 8 ft. oak 
pallroad cross ties. Can also furnish oak switch ties to order. L. E. 
earson, Edwardsburg, Michigan. 
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A WASHINGTON OFFICE? 


IT IS RATHER AN EXPENSIVE PROPOSITION 
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shipbuilding business, appointed by the board to succeed F. E. 
Ferris, the present European commissioner. The board has in 
Europe an organization of 589 persons with a payroll of $980,463. 
Chairman Lasker said this force would be reduced to less than 
100 employes and that an effort would be made to make a 70 
per cent cut in expenses. The board also seeks to have the 
European force made up entirely of Americans. The reorganiza- 
tion work of the board is being handled by Vice-President J. W. 
Powell. 

Chairman Lasker announced September 17 that the board 
lost in July $5,700,000 in operations on voyages terminated. 
Actual cash payments in the month, including payments on past 
debts, amounted to $9,300,000. In the last year the losses of 
the board have been estimated at from $10,000,000 to $12,000,000 
a month. 

The board is endeavoring to get its monthly operating loss 
down to $5,000,000 a month, Chairman Lasker said. If the board 
can accomplish that, it was said, it would be doing about as well 
as possible in the face of the depression in ocean shipping. With 
the revival of business and complete enforcement of the provi- 
sions of the Jones act, however, Chairman Lasker believes that 
the board would be able to wipe out its operating loss com- 
pletely. He said the board for the fiscal year, beginning July 1, 
1922, hoped to keep within an appropriation of $50,000,000 and 
that the end of large appropriations for the board was in sight. 

The following letter to Charles G. Dawes, director of the 
budget, was made public by Mr. Lasker: 


Confirming our telephone conversation of today, of course, we will 
have to arrange to keep within the President’s commitment of $100,- 
000,000 for the Shipping Board for the present fiscal year. 

We have so far been given $48,500,000 for operations and $25,000,000 
for construction, making a total of $73,500,000. It is possible that we 
will need $6,000,000 or more additional for the vessels now being com- 
pleted (these vessels being the last of the ships to be constructed for 
the government). However, if it is decided to recondition the Leviathan 
we will need $8,000,000 to $10,000,000 for that purpose. 

Even though we keep within the $100,000,000 for the year, we will 
have to go to Congress for an additional appropriation of $26,500,000, 
having received thus far appropriations of $73,500,000, as accounted for 
above. The $26,500,000 will be needed to complete vessels now being 
constructed and to pay losses of operations. We have madé a budget 
of $100,000,000 and are curtailing our operations accordingly. 

However, we wish to call to your attention that we have large 
receivables and assets which we took over from the prior Shipping 
Board. We are hoping to collect therefrom $20,000,000. If we are suc- 
cessful in that we will be able to pay claims up to the amount of the 
collections, providing Congress votes us the rest of the $100,000,000, 
and further providing Congress lifts the ban on our paying claims. 
But if Congress does not vote us the balance of the $100,000,000 we 
will need all the money we can get from collections to operate even on 
a curtailed basis, and should it be decided to recondition the Levi- 
athan, we will not only need the $100,000,000 from Congress but we will 
need a great share of all the money we will collect to do this recon- 
ditioning, and to that extent could not settle with any claimants. 

All of this does not take into consideration the sum of $20,000,000, 
more or less, due by us from the days of the past to the navy. When 
we give the figure of $20,000,000 as due the navy we want to make 
clear that the amount involved has never been determined between 
the Shipping Board and navy, and at an early date we are going to 
have a matching of accounts. 

We have always gone on the basis that we would not be asked by 
the navy to pay this amount, and, in fact, the navy has been very in- 
dulgent. Should the navy require this sum for their own appropria- 
tions it will be necessary for us to go to Congress for a special appro- 
priation, because we could not possibly operate with $100,000,000 this 
year and meet the old obligations to the navy which accrued before 
the present board ever was brought into being. ’ 

We want to emphasize that the navy has been most considerate in 
the premises herein referred to. 

. S.—Of course, you understand that there are admirality claims 
out for $50,000,000 (which may or may not be settled and which may 
take only a fraction of the $50,000,000); claims and lawsuits of around 
$200,000,000 for which we have provided nothing in the estimates above 
given, save for such moneys as we may be able to spare out of the col- 
lections above referred to, if any. 


BOATS FOR PACIFIC §. 8. CO. 
The Trafic World Washington Bureau 


Allocation of two Shipping Board vessels of 9,600 deadweight 
tons each on a bare boat charter to the Pacific Steamship Com- 
pany was approved by the board September 22, as the result of 
negotiations conducted this week between A. F. Haines, vice- 
president of the company, which operates the Admiral Line. 
Under the terms of the agreement the charterer will pay all 
voyage repairs and voyage expenses and the board will carry 
general insurance and marine insurance. 

With the approval of the contract the board has made its 
first important allocation of vessels on a bare boat charter plan. 
The general plan to be used by the board in leasing vessels on 
the bare boat basis has not been completed. 

Mr. Haines said the two vessels would be used for grain 
from the Pacific coast to Europe via the Panama canal, and that 
the cargoes would be the first of grain in bulk from the Pacific 
coast. Keen competition exists among foreign vessel owners for 
the carriage of grain from the Pacific coast to Europe and for- 
eign steamers have made rates on grain lower than the Ship- 
ping Board permitted its operators to make. 

If the Admiral Line is successful in its venture to operate 
Shipping Board vessels on the bare boat charter basis, it was 
pointed out, it will establish the fact that the government ves- 
sels can be operated successfully on such a basis. 

The Admiral Line acts as managing agent and operator of 
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shipping board passenger steamers from Puget Sound to the 
Orient, and Mr. Haines indicated that as soon as business condi. 
tions return to normal these passenger vessels will be Placed 
on a bare boat basis. 


NEW SHIPPING BOARD JOB 


The Trafic World Washington Bureay 


A. D. Lasker, chairman of the Shipping Board, announced 
this week the creation of the office of financial vice-president of 
the board. The comptroller’s, treasurer’s and auditor’s offices 
will be under the supervision of the financial vice-president, and 
a new office of collections manager will be established under the 
new vice-president. The board hopes to get a financial expert 
to take the position of financial vice-president. J. W. Powell 
vice-president in charge of reorganization of the board’s affairs, 
it was said, will have practically complete supervision of all 
affairs of the board and fleet corporation, with the exception of 
ship operations. 


BOARD FAVORS SECTION 28 


The Trafic World Washington Bureay 


Chairman Lasker, of the Shipping Board, and Vice-Presi- 
dents Powell, Love, Smull and Frey were in New York this week 
conferring with representatives of ship operators, owners, and 
builders to get the views of these interests on the American 
merchant marine policy that should be adopted by the board. 
The chairman took occasion to declare that the board was in 
favor of enforcement of section 28 of the merchant marine act. 
He said the board was in touch with the Interstate Commerce 
Commission on the question, that being one of the things under 
consideration by the joint committee of the board and the Com- 
mission. There have been no decisions reached in regard to 
section 28, however, and it is not anticipated that action looking 
toward its application will be taken in the immediate future, 
Mr. Lasker said the questions involved in connection with the 
application of the section had to be studied thoroughly. 


OCEAN FREIGHT LOSSES 


The Trafic World Washington Bureau 


Whether or not the sub-committee of the House committee 
on Merchant marine and fisheries which held hearings in July 
on the great increase in ocean freight losses will recommend 
amendment of the Harter act as a means of correcting the evils 
complained of at the hearings will be determined after the 
committee reconvenes in October. Representatives of shippers 
and underwriters, at the hearings, took the position that amend- 
ment of the Harter act so as to increase the responsibility of 
the ocean carrier and prevent him from evading liability for 
loss and damage, was necessary. The steamship companies 
strongly opposed these recommendations. 

No further hearings are in contemplation as it is believed 
by the subcommittee that a full discussion of both sides of the 
questions involved was had in July. There may be conferences 
between the members of the committee, and representatives of 
the interested parties with the view of establishing co-operation 
that will eliminate some of the trouble without additional leg- 
islation. 

Dr. S. S. Huebner, who is employed as an expert on marine 
insurance by the House committee on merchant marine and fish- 
eries, and by the Shipping Board, said that the committee al- 
ready had made substantial progress toward cutting down losses 
by theft and pilferage on the docks and the wharves through 
correspondence with the governors of coast states and mayors 
of coast cities. In co-operation with the Shipping Board, Dr. 
Huebner said, appeals have been made to the governors and 
mayors to increase the policing of docks and wharves. He 
said the replies received were gratifying and indicated that the 
port cities would increase their efforts to prevent thefts and 
pilferage and to prosecute offenders. 

An effort also probably will be made to have changes made 
in the ocean carriers bill of lading which was condemned by 
the shippers and underwriters at the hearings. It is believed 
that this may be brought about without additional legislation. 


SIMS ON MERCHANT MARINE 


The Traffic World Washington Bureau 


Rear Admiral William S. Sims, replying to an inquiry from 
the National Merchant Marine Association, declares that Senator 
Carter Glass, former Secretary of the Treasury, was mistaken 1 
quoting him as stating in a talk with the senator in Londo. 
that the United States ought not to undertake the development 
of a merchant marine of its own. The restriction of the preset! 
shipping laws, Admiral Sims says he pointed out, would make it 
difficult to develop an adequate trade fleet under the Americal 
flag. The American navy, he adds, would be of little defensive 
value if it were not for the American merchant marine. : 

The two versions of the London conversation are at val 
ance, as is shown in the correspondence between the National 
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Re naam 


Let Us Handle Your Stocks of Merchandise for Distribution Throughout the 
South and Southwest. Concentrate Your Mexico Shipments at Galveston 


Complete 

Storage Organization 
...\ Modern 
Forwarding ian Facilities 


a Clean and Well 
, Ventilated 


istribution 
Distribution e Warehouses 





Reinforced Concrete Warehouses. Eight compartments separated by 14-inch fire walls. A.D.T. Watchman Service. LOW INSURANCE RATES. 
The upper story of our warehouse, having approximately 200,000 sq. ft. floor space, is devoted entirely to the handling of merchandise distribution 
freight. It is 25 feet above normal tide, insuring you absolute safety from hazards of all kinds. 


COTTON CONCENTRATION COMPANY, Inc. “ S,WiLEY; Manseer, GALVESTON 


Members of the American Warehouseman’s Association 
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GALVESTON 


The Stone Forwarding Corporation 


220—21st Street 


Ocean Freight Brokers and Forwarding Agents 


Licensed Customs Brokers 















Shipping agents attending to all details pertinent to the movement of export 
and import shipments. 


Ocean freight engaged and freight rates quoted on any and all steamers 
sailing from this port. 


A fully equipped department is maintained for the handling of custom 
house entries and clearances. 


An organization trained and experienced in the handling of shipments thru 
this port insuring a dependable and unsurpassed service. 


Write for a copy of our latest sailing schedule covering 
all sailings from Galveston, Texas City and Houston. 
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Merchant Marine Association and Admiral Sims. The letter of 
inquiry from the association, dated Washington, September 8, 
1921, addressed to the admiral at the Naval War College, New- 
port, R. I., was as follows: 

“In the Senate debate on the Shipping Board appropriation 
on August 20, 1921, Senator Glass stated as follows: 


When I was abroad in the fall of 1918, Admiral Sims, much to my 
amazement, told me in London that he did not think the United States 
ought to undertake the development of a merchant marine of its own, 
He thought that field of activity should be left to Great Britain, saying 
that the British were our kinsmen, bone of our bone and blood of our 
blood, and might be relied on to come to our defense in case of war; 
that they were natural seamen, and we knew nothing about it. Be- 
sides, he added, it would require a great subsidy to conduct a mer- 
chant marine, and the American people were inherently opposed to 
subsidies. 


“Knowing that your duties during America’s participation in 
the war placed you in a position where the effect of the lack of 
an adequate American merchant marine was most apparent, this 
association feels that a mistake must have been made in at- 
tributing to you the statements quoted by Senator Glass. 

“As this is a time when the shipping situation is critical and 
misconceptions of the underlying causes of the conditions ex- 
isting have caused hostility to shipping, the association feels that 
a statement from you as to the value of an efficient merchant 
marine for both protective and commercial purposes would be of 
great value.” 

Replying under date of September 12, Admiral Sims writes: 


Referring to your letter of September Sth, I am not surprised that 
Senator Glass was much amazed if he understood me to state in Lon- 
don that the United States ought not to undertake the development 
of a merchant marine of its own. 

Just how far this is from what I ever have or could have thought 
of the merchant marine, you may judge from the fact that the navy of 
the United States would be of very little value as a defense of the 


United States and our possessions if it were not for the merchant — 


marine. 

In the absence of a merchant marine to furnish the transport for 
the immense amount of supplies that a fleet would need, that fleet 
would be restricted in its operations to a comparatively short distance 
from its nearest base. 

If our fleet had to be sent to make an attack at a long distance 
across the ocean, it would require something like 30,000 tons of sup- 
plies a day, including fuel and all other supplies. This is one of the 
essential elements that enters into the consideration of what we_ call 
the logistics of a military operation, and is one of the subjects which 
receives the closest study of those who are charged with the prepara- 
tion of naval plans. 

As I remember my conversation with Senator Glass, it was to the 
effiect that, with the restriction of our present shipping laws, it would 
be very difficult for our country to develop a merchant marine com- 
mensurate with our needs. 





OCEAN RATE ON LUMBER 


The Trafic World Washington Bureau 


An increase in the ocean freight rate on lumber from the 
Pacific coast to the Orient from $12.50 to $15 a thousand feet 
was announced at the Shipping Board September 20. Officials 
attributed the increase to the recent action of the board in in- 
structing its operators not to book lumber cargoes for the Orient 
because the lumber rates were such that the cargoes could not 
be carried at a profit. The withdrawal of the tonnage increased 
the demand for ships and the rate increase followed, it was said. 

General cargo offerings from the Pacific coast to the Orient, 
officials say, also are improving. 

A slight improvement in cargo offerings to the east coast of 
South America was reported, but other trades were said to be 
quiet. The reduction in the number of steamers employed in the 
different services is being continued, it is said. 

Changes in the board’s berth services on the Pacific coast 
were announced, the Columbia River Trans-Pacific service hav- 
ing been reduced to one operator, the Columbia Pacific Shipping 
Company, and the Puget Sound Trans-Pacific service to one opera- 
tor, the Pacific Steamship Company. 


LUMBER CASE HEARING 


Hearings on two very old lumber cases, No. 6490, Anson, Gil- 
key & Hurd Co. et al. vs. Southern Pacific et al., and No. 8819, 
West Coast Lumbermen’s Association et al. vs. Boston & Albany 
et al., were resumed before Examiner E. J. Hoy in Chicago, Sep- 
tember 21. Commissioner Hall, who was scheduled to conduct 
the hearing, was unable to attend. 

The cases were reopened by the Commission on its own 
initiative, by an order published in July, which did not mention 
the object of the new hearings. It was fairly well understood 
that the Commission had sided with the complainants, when they 
complained of limiting the scope of the previous hearings, and 
disagreed with the examiner’s report at the time. There have 
been two opinions in No. 6490. In the first of these, 33 I. C. C. 
332-342, March 8, 1915, the Commission found that discrimina- 
tion existed in the classification of lumber products, especially 
sash and doors, against the producers of these products in Iowa 
and Wisconsin and in favor of the Pacific Coast producers. As 
a result of this order, the defendant carriers simply cancelled all 
joint through rates on sash and doors from the Pacific Coast to 
points in Eastern Trunk Line territory, but made no changes in 
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the rates to Chicago. In a subsequent order, 38 I. C. ¢C. 105-107 
they were ordered to remove the discrimination on shipments 
to that destination also. 


Following the removal of the joint through rates on Sash 
and doors, the producers on the Pacific Coast brought the an 
plaint which resulted in No. 8819, in which they protested agains 
the assessment of the combination rates to Chicago and Sain 
Louis, plus the full fifth class local rates, on shipments destined 
beyond those points. Before the issues were disposed of the 
Commission instituted a general investigation into the classi 
cation of lumber and lumber products. ™~ 


In the present case the Iowa and Wisconsin producers are 
protesting, principally, against two things: first, the disparity 
between the relationship between the rates on lumber and mill: 
work classed as columns and frames, as effective on shipments 
from the coast, as compared with the relationship of the rates 
on these two classes of freight on shipments from the interig: 
producing territory; and second, the fact that the coast pro- 
ducers are given a transit privilege on lumber shipped from the 
forests to the mills and there made into sash and doors anq 
other millwork and then shipped to the east in competition with 
goods made in Iowa and Wisconsin, which enjoy no such 
privilege. 

It was said by Iowa producers that the decisions of the Con- 
mission had left them in such poor shape with regard to rates 
on columns and frames that they had been forced out of that 
business altogether. One Iowa manufacturer said that he bought 
these articles already manufactured from his west coast com. 
petitors and sold them in less than carload lots merely as a 
convenience to his customers. Referring to the transit privileges 
western manufacturers said that the interior producers could 
avail themselves of the same concessions in case they bought 
rough lumber atthe western saw-mills and had it dressed and 
cut to length at some intermediate point. 


That the rates through from the Pacific Coast to Chicago 
and the east were not yet on a fair competitive basis was the 
claim of some of the interior manufacturers. They said that the 
rate on lumber to their plants, plus the rate on the manufactured 
product to the consuming point was, in all instances, considerably 
nigher than the rates on millwork from the coast producing 
points straight through to the ultimate destinations. Compari- 
sons of these two sets of rates from Dubuque and from Seattle, 
they claimed, showed that the western manufacturers had the 
advantage to Chicago, amounting to 15 cents in the rate or $206 
a car; to Philadelphia, Boston and New York, 9 cents in the 
rate and $182 a car; and to Detroit, 2.5 cents or $165 a car. 





EFFICIENT DISTRIBUTION 


The Trafic World Washington Bureau 


“If we can find a way to organize the products and selling 
power of the producer on the one hand, and the requirements 
and buying power of the consumer on the other hand, and if we 
can apply the same genius of organization to distribution that 
has been applied to production, we will have taken a long step 
in the solution of the problems of distribution,” said Representa- 
tive Anderson, chairman of the joint commission of agricultural 
inquiry, September 19. 


“Production, both in the sense of production of agricultural 
and manufactured products, has been the business of individuals 
and of corporations. Distribution has been everybody’s business, 
and consequently nobody’s business. The railroads have beet 
busy in developing tonnage, long hauls, volume of traffic, and 
have not concerned themselves very much with finding the short: 
est Toute or the cheapest route, or of developing facilities with 
a view of the most efficient distribution. Distribution facilities, 
like distribution itself, have ‘just growed.’ 

“The manufacturer and producer have been satisfied with 
manufacturing and production, and have largely turned theif 
products over to others for distribution. The distributor has 
sold goods wherever he could find the market, without definite 
purpose of relating output to market, or of saving money for 
himself or his customers, by distributing goods in the territory 
in which they could be distributed the most cheaply. 

“The large industries of the country have attained a cer 
tain degree of efficiency through integrating production, al 
have saved billions by bringing materials and labor and facilities 
together at the point of economic manufacture. Production has 
been standardized on a quantity basis, which made possible laréé 
production at low cost. The consumer has shared in the benefits 
of the increased efficiency resulting from both integration and 
quantity production. Some industries have endeavored to Pro 
mote efficiency of distribution by integrating distribution with 
output. : 

“In the main, however, production goes forward without any 
definite relation to market. Figures on. production are relatively 
complete and are frequently available currently. Figures of 
consumption, however, are extremely difficult to obtain, an 
usually cannot be obtained at all except in the form of statistics, 
available too late to be useful currently with market transa® 
tions.” 
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TARIFF FILES 


READ the title page 
of any tariff or sup- 
plement without re- 
moval from the file. 





GUARANTEED SUPERIORITIES: 


1. GREATER CONVENIENCE and accurate speed in filing 
and finding. 

. AUTOMATICALLY TILTING FRONT AND FOL- 
LOWER, the famous ‘‘V Spread’’ for quick reference, 
removal and replacement. 

. BETTER KEPT CONTENTS, packed solid, straight up 
when drawer is closed. 

. GREATER USABLE CAPACITY and no wasted filing 
space. One Automatic Tariff drawer will hold BETTER 
what 5 to 9 box drawers or binders will and 20% more than 
the ordinary vertical file. 

. WOOD-STEEL CONST.RUCTION, 
ment over either all-wood or all-metal. 

. Contents in three drawer tariff sections exclusively or inter- 
membering with other sections in all desired file drawer 
combinations. 


SHIPPED ON TRIAL AT OUR RISK OF ALL EXPENSE 


a decided improve- 


THE AUTOMATIC FILE AND INDEX CO. 
145-245 E. 1oth St. Green Bay, Wis. 


Sead. f e-¢ 
CATALOG 22T 
of complete 
lines of Files and 
Utility Desks 


and 
FOLDER T. F. 
with interesting 
Tariff Filing 
information 





20 YEARS 
OF BUILDING 
PEEet N G 
FURNITURE 
EXCLUSIVELY 





A No. 2C Stack of Auto- 
matic Sections. Many other 
file drawer combinations 
may be added at any time. 











Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Navigation Corp’n 
General Agents: Hamburg-American Line 











INTERCOASTAL SERVICE 
with Steamers of the 
American-Hawaiian S. S. Co. 


Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma. 


Phila. New York 
S.S. Ohioan Sept.24 Sept. 28 
S.S. Pennsylvanian .... Oc lees Oct. 5 
S.S. Texan Oct. 19 
S.S. 
S.S. 


American Oct. 26 
Panaman 8 Oct. 12 
Sailings every Wednesday from New York; fortnightly from 
Boston and Philadelphia; fortnightly from Pacific Coast Ports. 


Joint Services with 
Hamburg-American Line 


NEW YORK TO HAMBURG 
. HAWAIIAN 
.S. *MOUNT CARROLL 
. }OREGONIAN 


. $BAYERN 
¢Carries cabin and third-class passengers 

- *MOUNT CLINTON 
. MYSTIC 
. IPSWICH 
- *MOUNT CLAY 

*Carries third-class passengers 
LOADING PIER 86, NORTH RIVER 


PHILADELPHIA TO HAMBURG AND BREMEN 
Ss. *DEUTSCHFELD Sept. 28 
*Via Baltimore and Norfolk 
4 *CALLISTO—Hamburg only 
*Via Baltimore 
- *MOUNT SEWARD 
*Via Baltimore and Norfolk 


BOSTON TO HAMBURG AND BREMEN 
.S. *CLARKSBURG 
. OREGONIAN—Hamburg only 
*Via Baltimore and Norfolk 


BALTIMORE a HAMBURG AND BREMEN 
S.S. *MOUNT SEWA 
8.8. *DEUTSCHFELD 
8.8. CALLISTO—Hamburg only 
*Via Norfolk 


NORFOLK and NEWPORT NEWS TO HAMBURG 
AND BREMEN 

S.S. MOUNT SEWARD 

S.S. DEUTSCHFELD 


NEW ORLEANS TO HAMBURG 
S.S. HAVELLAND First Half of October 


Second Half of October 
Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 


NEW YORK TO DUTCH EAST INDIES 


Penang. Belawan-Deli, Port Swettenham, Singapore, Batavia, 
Samarang, Soerabaya 

S.S. CLEARWATER Oct. 25 

LOADING PIER 21, POUCH TERMINAL, CLIFTON, S. ¢ 


NEW YORK TO NORTH AFRICA, MALTA, 
EGYPT, LEVANT, RED SEA PORTS 
and Intermediate Ports 


100 Al Steel Steamers Under American Flag 
S.S. CLEARWATER 


Oct. 2 
LOADING PIER 21, POUCH TERMINAL, CLIFTON, 8S. I. 


PACIFIC COAST TO EUROPE 


U. S. Pacific Coast Ports to the Principal Ports of the United 
Kingdom and Continent 
Direct Fortnightly Sailings 


mmm 2 yoy 
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General Offices: 39 BROADWAY, New York 
Telephone WHITEHALL 1020 
WESTERN FREIGHT OFFICE 
327 South LaSalle Street, Chicago . Phone Wabash 4891 


BRANCH OFFICES 
40 Central Street, Boston Phone Fort Hill 3084 
Bourse Bldg., Philadelphia Phone Lombard 7050 


GENERAL PACIFIC COAST AGENTS 














Williams, Dimond & Co., 310 Sansome St., San Francisco 
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Personal Notes 








M. C. Lysle has been appointed traffic manager for the Mu- 
tual Oil Company at Kansas City, Mo. 

W. B. Redding has been appointed commercial agent for the 
Savannah & Atlantic Railway at Orlando, Fla. 

The Kansas City Southern has announced the appointment 
of J. P. Baker as general agent at Houston, Tex., succeeding 
G. M. Riley, who died. 

Norman Chapin, formerly traffic manager for the Syracuse, 
N. Y., Chamber of Commerce, has been appointed traffic expert 
for the New York State Council of Farms and Markets. Mr. 
Chapin is president of the New York State Industrial Traffic 
League. 

C. E. Donoway has been appointed district traffic manager 
for the Commercial Car Service Association of America, at Phila- 
delphia. 

R. L. Lichty has been appointed traveling freight agent for 
the Gulf, Mobile & Northern and the Meridian & Memphis rail- 
ways at Kansas City, Mo. 

W. J. Moran, formerly traffic manager for Gaston, Williams 


'& Wigmore, Inc., has been appointed manager of warehouses 


and trucking departments, for the Keap Warehouses, Inc., and 
the Keap Auto Trucking Company, Inc., of Brooklyn, succeeding 
L. Samuelson, who resigned. 

The Atlantic Coast Line has announced the appointment of 
O. J. English as commercial agent at Atlanta, Ga., vice W. W. 
Johnson, who resigned. 

E. J. Bachman, formerly in charge of the rate department 
for Morris & Co., has been appointed traffic manager for the 
Jefferson Island Salt Mining Company, at Chicago. 





James E. Crosland, chairman of the Southern Classification 
Committee and one of the most widely known traffic men in the 
country, died at his home at Atlanta, Ga., September 17, after 
several weeks of illness. His health had not been good for some 
time prior to his last illness. The body was taken to Macon, 
the early home of Mr. Crosland, for burial. Mr. Crosland suc- 
ceeded W. R. Powe as chairman three or four years ago. Prior 
to taking the chairmanship he was assistant general freight 
agent of the Louisville & Nashville. Prior to that he was in the 
traffic department of the old Plant System, now known as the 
Atlantic Coast Line, with station at Savannah. He left that 
company in 1901, and for a short time was in the brokerage busi- 
ness, returning to railroad traffic, however, in less than two years. 


DOINGS OF THE TRAFFIC CLUBS 


Programs for the fall meeting of the Traffic Group of the 
National Retail Dry Goods Association, which will be held at 
the Hotel Raleigh, Washington, D. C., October 6 and 7, have 
been issued. The following speakers have already been selected 
and others are to be announced later: Col. Anton Stephen, 
first vice-president, Merchants’ and Manufacturers’ Association, 
Washington; A. C. Albee, Strawbridge and Clothier, Philadel- 
phia; Lew Hahn, managing director, National Retail Dry Goods 
Association; J. H. Butler, manager, loss and damage department, 
American Railway Express Company; Frederick I. Cox, inter- 
state commerce commissioner; E. H. Pierce, Best & Co., New 
York; M. J. Gormley, chairman, car service division, American 
Railway Association; and Harold R. Young, Washington sec- 
retary, National Retail Dry Goods Association. 








Lewis H. Pounds, member of the New York Port Authority 
Commission, addressed the members of the Traffic Managers’ 
Club of the Brooklyn Chamber of Commerce, at a meeting held 
in the Chamber of Commerce rooms, September 15. Mr. Pounds 
explained the work of the commission and detailed its plans for 


the bettering of transportation conditions in and around Greater 
New York. 





The newly organized Traffic Club of Atlanta, Ga., gave a 
barbecue, September 17, which was well attended by members 
of the club and their friends. 


At the meeting of the Industrial Traffic Club of the Niagara 
Frontier, held in Lockport, N. Y., September 19, Congressman 
Dempsey, who is chairman of the rivers and harbors committee 
of the House of Representatives, gave an interesting talk, in 
which he outlined the future possibilities of the New York state 
barge canal, and pledged his support to the projects of improving 
the harbors at Buffalo and Tonawanda. He also predicted elec- 


trification of the railroads in western New York to be nearer 
than usually supposed. 





The fall golf outing of the Chicago Traffic Club will take 
place at the Riverside Country Club, September 28. Special 
transportation has been provided, dinner will be served at the 
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club and, in addition to a number of prize golf events, an added 
attraction is promised by the presence of Chick Evans, national 
amateur golf champion. 


TRANSPORTATION AND PROGRESS 


The answer to the question as to why the human race has 
made more progress in the last 100 years than in all the pre- 
vious centuries is to be found in one word, according to A, j 
McGhee, secretary of the Southern Interior Traffic Association, 
who spoke on “Transportation, the Foundation of all Progress ” 
at the annual meeting of the Association of Commerce, Jackson 
Tenn., a few days ago. That word is “transportation.” It wags 
only when man began to lay rails and to find some more rapid 
means of transportation that his own legs and those of domesti- 
cated quadrupeds that he really began to broaden out. 

Having purchased modern transportation facilities at the 
price of so many years of earnest efforts, and because in it lies 
the hope for future development and progress, it behooves com. 
munities to take advantage and to foster it, said he. “It is 
worth your most serious attention,” he said. “You should gee 
to it that you are treated fairly by the great transportation 
agencies and the bodies tha govern them, and that all discrimi- 
nation: against you in rates and service is removed.” 


VOTE TO REJECT PAY CUT 


Railroad shopmen who are members of the six shop crafts 
affiliated with the American Federation of Labor have voted to 
reject the wage cuts ordered by the Labor Board, which went 
into effect July 1, by an overwhelming majority. This announce. 
ment was made by B. M. Jewell, president of the railway em- 
ployes’ section of the American Federation of Labor, at a mass- 
meeting of shop workers in Chicago, September 18. No action 
will be taken, however, according to Mr. Jewell, until the matter 
of working rules is disposed of by the board. The shop crafts 
have protested strenuously against the overtime rules promul- 
gated by the Labor Board last month and have also announced 
that they will oppose any attempt on the part of the board to 
reinstate any sort of piece work plan in the locomotive and 
car repair shops. 

According to Mr. Jewell, the union leaders are anxious to 
do everything in their power to prevent a strike. He said the 
new rules would be submitted to the workers by ballot, in the 
same manner as the wage decision, and that “if the rules are 
not satisfactory and the ballot says so, we will take the result 
to the railroads. If they refuse to grant our reasonable demands 
wv a Ane have to stand responsible and answer to the American 
people.” ; 

Delegates to the meeting characterized the attempt of offi- 
cials of the Pennsylvania Lines to deal with employes’ organ- 
izations of their own making as the beginning of a fight for an 
open shop on the railroads of the country. 

Officers and delegates of the so-called “Big Five’ brother- 
hoods, to the number of 400, began a meeting in New York on 
the same day. The chief task that lay before them was the 
counting of the ballots of 500,000 workers regarding the wage cut. 


UNEMPLOYMENT CONFERENCE 


The Traffic World Washington Bureau 


In the list of members of the unemployment conference to 
met in Washington September 26, announced by the Department 
of Commerce September 19, are Edgar E. Clark, former chairman 
of the Commission; W. S. Carter, president of the Brotherhood 
of Locomotive Firemen and Enginemen; C. H. Markhan, pres! 
dent of the Illinois Central; Thomas V. O’Connor, member of 
the Shipping Board, and former president of the Longshoremen’s 
Union; Harry $. Robinson, former member of the Shipping 
Board; Charles M. Schwab, former Director-General of the Emer 
gency Fleet Corporation. Secretary Hoover will be the chail- 
man of the conference, which was called by President Harding 
“to inquire into the volume and distribution of unemployment, to 
advise upon emergency measures that can be properly taken by 
employers, local authorities and civic bodies, and to consider 
such measures as would tend to give impulse to the recovery 
of business and commerce to normal.” 


OHIO TELEPHONE CONSOLIDATION 

The Commission has approved the joint application of the 
Ohio Bell Telephone Company and the Ohio State Telephone 
Company for a certificate that the proposed consolidation of the 
companies will be of advantage to the persons to whom service 
is to be rendered and in the public interest. By an act passed 
June 10, 1921, amending section 407 of the transportation act, 
the Commission was authorized to issue such a certificate. The 
application of the companies was filed August 30, the case 7 
submitted September 11, and decided September 19. The amen® 
ment was passed so that consolidation of companies —_ 
was proposed by the two Ohio companies would not be prevent : 
by the anti-trust laws. The Commission said the evidence be 
undisputed that the consolidation would result in substantia 
benefits to the public. 
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WOOD BOXES 
Are the Safest Containers 


We Manufacture Only 

Quality Containers for 

Domestic and Export 
Shipments 


Box Shooks—4-Ones—Any Size or Style 


DAVID M. LEA & CO., Inc. 


RICHMOND, VA. 


Be a Certified 
Traffic Manager 


Learn By This 
New Quick Method 


/ \ 
Salary $2,500 to $10,000 





A Year and More 


Get into this new big pay field now! The traffic director of a Detroit 
concern earns $19,500 a year—a Cleveland traffic man receives $24,000. 
Of course every man cannot equal these brilliant successes, but number- 
less traffic positions pay from $2,500 to $10,000 a year. The work is 
fascinating and intensely interesting and the rewards are big. Thou- 
_ of — are needed now. Why don’t you qualify for one pf these 
ig pay jo 


Learn in Spare Time 


You can quickly master the secrets of traffic management through 
our simple method of spare time study. The American Commerce Asso- 
ciation staff of experts can qualify you for a good traffic job in an 
amazingly short time. You don’t need to take a moment’s time from 
your present work—and after you have qualified we assist you to secure 
a well-paid position. 


Write for Free Illustrated Booklet 


Let us send you this free illustrated book on traffic management and 
traffic opportunities. Find out what we have done for hundreds of suc- 
cessful members and what they say of the A. C. A. Learn how we can 
help you to a lasting success and a position of prestige and importance. 
Don’t delay! Send us a postal today! Address 


AMERICAN COMMERCE ASSOCIATION 


Dept. 29-D 4043 Drexel Blvd., Chicago, III. 
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* Phrases and Abbreviations. 








ing, Export and Import Traffic, &c. 














Size 8x11 Inches. p 
Over 500 Pages 


THE TRAFFIC WORLD 








Ghe FREIGHT TRAFFIC RED BOOK 


A PRACTICAL Reference Book for Those Actively Engaged in Traffic Work, An Everyday Guide for the Shipper. 


1922 EDITION 


Ready FOR DISTRIBUTION OCTOBER IstT. 
COMPLETELY REVISED AND ENLARGED including additional sections on Routing, 
Express, Governmental Regulation of R. Rs., Digest of Important Court Decisions, ete. 


UNDER ONE COVER. 


1 TRAFFIC GLOSSARY of over 1000 Traffic Terms, 3 ACTS OF CONGRESS and Interstate Commerce Commis- 


2 THE FUNDAMENTAL PRINCIPLES OF Freight Rates, 
* Rate Territories, Rate Bases, Freight Classification, Freight 4 

Tariffs, Freight Claims, Diversion and Reconsignment, Rout- * Traffic Forms, List of Tariff Publishing Agents and Miscel- 

ing, Lighterage, Switching, Demurrage, Weights and Weigh- 


Place your order now. 


THE TRAFFIC PUBLISHING COMPANY, 150 Lafayette St., New York, N. Y. 





DALLAS, TEXAS 


Distribution and Warehousing 


The Inter-State Forwarding Company 
Package Cars to Mexico 


Package cars are operated daily out of Dallas to Laredo for 
Mexican points. Goods consigned in our care will reach this car. 


We Specialize on Distribution and Storage 
of Merchandise of All Kinds 
OUR SERVICE IS PROMPT. OUR RATES REASONABLE 


We maintain a rate bureau. Freight rates furnished 
upon application. Correspondence solicited. 








Pacific — Caribbean — 


Gulf Line 


(Swayne and Hoyt, Inc., Owners) 


Steel Steamers 


DIRECT SERVICE 
BETWEEN 


NEW ORLEANS 
*GALVESTON 


and 
Los Angeles Harbor, San Francisco, 


Portland, Tacoma and Seattle 
Via Panama Canal 


S.S. ELDORADO, Sailing from New Orleans about September 28th 
S.S. LAKE HECTOR, Sailing from New Orleans late October 


* When inducements offer. 


Rates quoted, bookings and other information furnished upon 
application. 


THE STEELE STEAMSHIP LINE, Incorporated 


AGENTS 
Steele Building, New Orleans, La. 


OFFICES ALSO AT 


Steele Bldg., 50 Broad Street 430 Sansome Street 


San Francisco, Calif. 


Galveston, Texas Texas City New York City 





* sion’s Rules Relating to Railroad and Steamship Trans- 
portation. 


AN APPENDIX including Reproductions of Standard 


laneous Tables. 
WITH A COMPLETE CROSS-REFERENCE INDEX. 


$6.00 postpaid. 
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BASIS°FOR-REPARATION. PAYMENTS 
. The Trafic World Washington Bureau 


The Commission, at the request of the railroad administra- 
tion, had initiated Ex Parte No. 80, in which it inquires whether 
the Director-General should pay reparation on a lower basis prior 
to June 25, 1918, than on and after that date. Argument is to 
be made on the question October 6. The case was originated 
on Counsel Finerty’s suggestion, laid before Chairman Clark 
before he went out of office, that the Commission should not 
order reparation, on shipments prior to June 25, 1918, on any 
basis other than-what the Commission holds to be the reason- 
able rate after that date. The object, of course, is to conserve 
the revenues of the Railroad Administration, earned prior to 
the increase ordered by General Order 28. 


TIME FOR FILING CLAIMS 


The Trafic World Washington Bureau 


Action on Senate Bill No. 621, providing for extension of 
time to March 1, 1922, for the filing with the Commission of 
straight overcharge claims on shipments which moved during 
federal control, will not be taken by the House committee on in- 
terstate commerce at least until some time in October. The com- 
mittee will not meet until the first week in October. The bill was 
passed in the Senate last June. It was then referred to the House 
interstate commerce committee, where it has been pending since. 
Just before the recess, Representative Winslow, chairman of the 
committee, in a statement to The Traffic World, said the bill 
would be taken up after the congressional recess and predicted 
passage of the bill. 


TRANSPORTATION TAXES 


The Trafic World Washington Bureau 


The Senate finance committee’s tax revision bill, providing 
for reductions in transportation taxes in 1922, and the total 
elimination of such taxes in 1923, was submitted to the Senate 
this week by Senator Penrose, chairman of the committee. As 
previously announced, the committee provided in the bill that 
the 3 per cent tax on freight should be cut to 1% per cent and 
that the 8 per cent tax on passenger transportation should be 
cut to 4 per cent, effective next January 1, with total repeal as 
of January 1, 1923. The other transportation taxes will remain 
in effect on the present basis during 1922, under the terms of 
the bill. If passed as submitted, the bill will go to conference 
because the House tax bill provided for repeal of the transpor- 
tation taxes as of January 1, 1922. 


SWITCHING TO AND FROM C. & E. I. 


A raise in the switching rates on interstate shipments loaded 
on the team tracks of the C. & E. I. and destined to points on 
the lines of other carriers, evoked a protest from the Chicago 
Board of Trade which resulted in the suspension of supplements 
3 and 4 to C. & E. I. tariff I. C. C. 3241. The raise contemplated 
was from 3 to 3% cents a hundred pounds on all traffic except 
dairy products, and according to F. E. Webster, assistant general 
freight agent of the C. & E. I. who testified at the hearing on 
I. and S. 1361, before Examiner Wilson in Chicago, September 
21, would merely place the switching rates on that line on a 
parity with those on the other lines within the inner zone of 
the Chicago switching district. A number of these roads, he 
said, did not open their team tracks to other lines at all, except 
on the payment of the regular Illinois distance rates, which were 
considerably in excess of the charge the C. & E. I. proposed to 
make. In conjunction with the switching rate raise it was pro- 
posed to raise the minimum weight from 45,000 to 60,000 pounds. 

Mr. Webster insisted that the new rates would not affect 
inbound shipments, because the C. & E. I. team tracks were al- 
ready closed to such traffic coming from other lines. J. S. Brown, 
manager of the transportation department of the Chicago Board 
of Trade, disagreed with Mr. Webster on the latter point, saying 
that under the tariffs of the C. & E. I. it was possible for inbound 
shipments destined to team tracks of other trunk lines to be 
reconsigned to the team tracks of the C. & E. I. on the payment 
of the 3-cent charge. The raise in rate and minimum would cause 
hardship to shippers of grain, grain products and hay, he said. 
He also called attention to the fact that the team tracks of the 
C. & E. I. at 33d street and Normal avenue, Chicago, were open 





to inbound traffic from other lines “by special arrangement” . 


according to the tariff. Mr. Webster insisted, however, that the 
only special arrangement the C. & E. I. would consider at this 
team track would be the payment of the full Illinois distance 
seale rates. 


LOANS TO RAILROADS 


Loans under section 210 have been made by the Treasury 
as follows: International & Great Northern Railway Company 
receiver, $194,300; National Railway Service Corporation (acct. 
New Orleans, Texas & Mexico Railway Company), $926,000; the 
New York, New Haven & Hartford Railroad Company, $3,000,- 
000. 
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Questions and Answers 


| 

| In this department will be answered questions of both legal and 
i practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department 
will give his opinion in answer to any simple question relating to the law 
| of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
{ help him in his work. Persons desiring immediate answer by mail or 
{ wire or a more elaborate treatment of any question—by the citation of 
\ authorities in a legal opinion, for instance—may obtain this kind of 
4 private service by the payment of a reasonable fee. The right is re. 
{ served to refuse to answer in this department any question, legal or 
i traffic, that it may appear to us unwise to answer or that involves gq 
situation too complex for the kind of investigation herein contemplated. 
Address Questions and 
Traffic Service Corpora 


Le: 


wers Department, 
tion, Colorado Building, Washington, D. Cc. 


‘Sale of Unclaimed or Refused Freight 


Illinois —Question: We have a claim against the American 
Railway Express Company for the value of a shipment, the 
ownership of which was in dispute between the shipper and the 
consignee. The claimant is also the shipper, who returned these 
goods to the manufacturer at New York. The manufacturer 
refused them and the matter was taken through the court and 
the shipper was obliged to pay for the goods. He then made 
demand upon the express company for the return of the goods, 
but in the meantime they had been sold for charges, after the 
express company claims to have made repeated requests for 
disposition which the claimants state they never received. 


The point we would like to have cleared up to our satisfac. 
tion is what the law is in the state of New York on the sale of 
refused or unclaimed property. The shipment was delivered to 
the express company on April 21, 1920, and was sold on August 
22, 1920. Were they within their legal rights in disposing of 
the property within that time? As this was an interstate ship- 
ment, the state law may not govern; if so, is the matter governed 
entirely by the express company’s classification and tariffs, and 
what is the ruling governing the sale of refused or unclaimed 
freight? 

Answer: There being no federal statute governing the sale 
of refused or unclaimed freight, the provisions of the New York 
statutes applicable thereto will govern the liabiilty of the carrier. 
We are not familiar with the provisions of the New York stat- 
utes and therefore cannot advise you whether the carrier con- 
plied therewith before disposing of the goods. The courts, how- 
ever, as a rule hold that such statutes must be strictly complied 
with by the carrier, in order to avoid liability for an unlawful 
sale of goods intrusted to it for transportation. 


Delay—Measure of Damages 


Illinois —Question: The writer has noted with interest your 
reply to “Michigan” on page 426 of issue of August 27 of The 
Traffic World, with reference to, first, measure of damage for 
delay, and, second, measure of damage for injury to shipment. 

It has been the writer’s understanding that the true measure 
of damage, for which a carrier is liable, is the difference in 
the amount for which shipment would have sold had it arrived 
when due and in good condition, as against the amount realized. 

We handle only perishable freight and would appreciate 
advice whether or not the first part of your reply has reference 
to market decline only, excluding deterioration. We note care 
fully what you consider the proper measure of damage for which 
a carrier is liable in case of injury. Are we to understand that 
this takes in market decline, as well as deterioration, oF de- 
terioration only? 

In your opinion, should there be two counts in a claim (that 
is, providing there was any market decline), one for difference 
in market on the date car or shipment was due to arrive, and 
that when it did arrive, and another count taking in the dif: 
ference between the sale realized or what would be considered 
the uninjured portion of the shipment, and that realized on the 
balance? 

In the following instance, which, in your opinion, is the cor 
rect way claim should be filed? " 

Market August 17, when car was due, $3 per crate, 32! 
crates at $3 per crate—$960 value of car that date. Did sell on 
arrival, August 20, three days’ delay, slightly deteriorated, for 
$700, or a loss of $260, or: 

Market date car arrived $4 per crate, 320 crates at $4 pe 
crate—$1,280, and did sell account condition for $700, or a 108 
of $580. 

Answer: If the shipper has been injured by reason of the 
goods. having been damaged in transit through the negligence 
of the carrier, in addition to having sustained a loss by reason 
of a decline in the market. price, owing to negligent delay 
the part of the carrier in the transportation of the shipment, 
may recover the full amount of his damage, both of these factor 
being elements entering into the measure of his damages. 

Reconsignment After Placement 


, 2 ; 2 saur opinion it 
Pennsylvania.—Question: With reference to youl opinion 
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=) 5 North China 


« 
STS Line 
(Columbia Pacific Shipping Company) 
of PORTLAND, OREGON 


Regular direct service without transhipment 
between Portland, Oregon, and Shanghai, 
Tsingtao, Tientsin (Taku Bar), 
Chinwangtao and Dairen 
Vessels also call at Yokohama and Kobe 
Sailings Every Twenty-one Days From 


PORTLAND, OREGON 
(ALL AMERICAN flag A-1 Steel Steamers) 





Camphuis & Company, Inc. 
Forwarding Agents 
LAREDO - TEXAS 


Largest and Best Equipped Forwarding 
Organization on the Mexican Border 


Package Cars to Mexico City and 
Other Points in Republic of Mexico 


z 








































We do not operate special trains, SS “WEST KEATS” October 10 
enabling us to reforward your = va NIVARIA” amar’ 31 

bn ° ne as @ ovember 21 
shipments on first available serv Ss “WEST KADER” an sa 





ice, and insuring quickest possible 
delivery at destination. 





Transhipment at Shanghai to American River steamers for 
Nanking, Pukow, Hankow and other open 
Yangtse River ports. 


FOR RATES AND OTHER INFORMATION APPLY 
Sudden & Christenson 


General Eastern Agents 
44 Whitehall St., New York City 


or UNITED AMERICAN LINES, Agents 
327 South La Salle St., Chicago 













Traffic in Mexico Improving Daily 






Write us for full particulars and request 
a copy of our shipping instructions. 















OFFICES: 


Laredo, Texas El Paso, Texas Eagle Pass, Texas 
Nuevo Laredo, Tamps., Mexico Juarez, Chih., Mexico 
Piedras Negras, Coah., Mexico Mexico City 


Columbia Pacific Shipping Company 
General Offices 
Board of Trade Building, Portland, Oregon 


PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 























HOUSTON, TEXAS 


Binyon-O’Keefe Fireproof Stg. Co. 
The House of Real Service 





General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention given Merchandise Stocks, 
Storage Accounts and handling of Car- 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 


POOL CAR DISTRIBUTORS FOR SOUTHWEST 
TEXAS AND MEXICO 


IDEAL FACILITIES FOR PERMANENT 
STOCK DISTRIBUTION 


500,000 SQUARE FEET FLOOR SPACE 


WAREHOUSES AT HOUSTON, 
FT. WORTH AND GALVESTON 











Samah Bonded Warehouse & Transfer Co, || ROCHESTER, NEW YORK 


312-314-316 WILLIAMSON STREET P. 0. Box 985 General Storage Carload Distribution 
a one ma ie og ene senal Pasdity~Gaee —— Members American Warehousemen’s Association and American Chain of Warehouses 


Brokers—Track Connections with all Rallroads and Steamship 
Members an Warchouemere ancaaton me m= | BL R. & P. WAREHOUSE, Inc. 


Phone No. 4883 SAVANNAH, GA. 


CHICAGO EL PASO, TEXAS 
Jos. Stockton Transter Co. GENERAL STORAGE DISTRIBUTION 


BONDED SPACE FOR GOODS SHIPPED IN BOND 














1020 South Canal Street, near Taylor Street INTERNATIONAL WAREHOUSE CO., Inc. 
Teaming of Every Description—City Delivery Service and Carload 200,000 Sq. Ft. Floor Space — Fireproof — Bonded — $200,000 Capital 
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shipment of lumber reconsigned after placement, page 484, issue 


_ of September 3, 1921. 


Believe you are wrong in your interpretation of this case. 
The Commission has ruled that it is unreasonable for carriers 
to fail to make provision so cars may be reconsigned after place- 
ment if shipment has not been accepted. 

The new rule 12 provides that where shipment has not been 
accepted or possession taken it may be reconsigned, in the same 
direction or where no back haul is involved, at the through rate. 
Therefore, we see no reason why carriers should not have re- 
consigned the shipment in question at through rate and believe 
they are liable for the protection thereof and consignee or ship- 
per may recover the amount of overcharge. 

Answer: It is true that at the present time rule 12 of the 
reconsigning tariff provides that if a car has been placed for 
unloading on a publie delivery track, but has not been unloaded 
or accepted by consignee or owner it will be subject to rule 10. 
However, this provision was not published until June 1, 1921, 
while the shipment in question moved in December, 1918. 


Consignee’s Right of inspection on Shipment on Order-Notify 
Bill of Lading 


Maryland.—Question: Some time ago we made a shipment 
consisting of a carload of perishable products consigned to our 
order, notify customer in the west. Upon arrival of the car he 
made an inspection of the contents without any authority what- 
soever, or before paying the draft, and refused to accept it. It 
was necessary for us to act quick in view of the perishable 
nature of the commodity and place car with a customer in an- 
other city. As a result of a decline in the market, we were 
forced to stand a loss of $1,300, for which claim is now pending 
against the railroad. 

Please give you views as to whether or not the railroad is 
responsible for permitting an inspection of the contents of this 
car without permission having been indorsed on the bill of lading, 
bearing in mind that actual damages in the case were sustained 
as a result of the manner in which this shipment was handled at 
first destination. 

Answer: If the basis of the contract of sale is that goods 
are to be accepted by the consignee without the right of inspec- 
tion and the consignee, with or without the permission of the 
carrier, inspects the goods and then rejects the same, he is liable 
to the consignor for breach of contract and the carrier, in the 
event it permits an inspection in violation of the bill of lading 
agreement not to allow inspection, is liable for such damages as 
result. Such damages, however, must be proved with certainty 
and cannot be presumed. This has the effect of placing upon the 
shipper the burden of proving damage to the freight itself as a 
direct result of the inspection or of proving that the rejection 
of the goods by the consignee was the direct result of the car- 
rier’s action in allowing the consignee to inspect the goods, which 
is practically impossible of proof. 

Therefore, unless you can prove actual damage to the goods 
and not merely that the consignee refused to accept the goods, 
we are of the opinion that there is very little likelihood of your 
being able to recover from the carrier the loss you sustained 
by reason of the decline in the market on the price of the goods 
in question. 

Overcharges—Time Within Which to File Suit 


Illinois —Question: Recently we discovered that we had 
been overcharged on several freight shipments which moved 
during the years of 1911, 1912 and 1913 from our Brooklyn, N. Y., 
factory to various points in the states of New York, Virginia 
and Massachusetts. We entered claims with the originating car- 
rier, who has declined to handle, claiming that they are outlawed 
by the statute of limitations. 

Can you advise us the time limit for filing straight over- 
charge claims in the above states and whether or not the car- 
riers are correct in refusing to honor our claims? 

Answer: In accordance with Hubbell’s. Legal Directory, the 
time for filing suits for overcharge in freight rates is six years 
in New York and Massachusetts and three years in Virginia. 
It is a fundamental principle of law that remedies are to be gov- 
erned by the laws of the country where the suit is brought, and 
therefore the statute of limitation of the place where the action 
is brought and the remedy is sought to be enforced and not the 
place where the contract is made or the cause of action arises 
or where the plaintiff resides, is the one which controls, in the 
event of conflict of laws. Therefore, apparently the claims in 
question are barred by the statutes of the states in question. 


Reconsignment After Placement 

Ohio.—Question: Will you kindly advise your opinion on the 
following question? Carload cement shipped from point in C. 
F. A. territory to another in C. F. A., no reconsigning order re- 
ceived until car was placed constructively. Car interchanged at 
junction point, but was not moved from interchange tracks on 
necount of congestion at first destination. Can car be recon- 
signed to second destination at through rate? 

Answer: Rule 12 of the Uniform Reconsigning Rules pro- 
vides that if a car has been placed for unloading at original billed 
destination and reforwarded therefrom without being unloaded 
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to a point outside of the switching limits, it will be subject ig 
the published rates to and from the point of reconsignment plus 
the reconsigning charge. 

No definition of the term placement is contained in the re. 
consigning rules, but we are of the opinion that the term includes 
constructive placement as well as actual placement, and thar 
therefore, the through rate from origin to the second destination 
is not applicable on the shipment in question. 

Notice of Claim—What Constitutes 

Chicago.—Question: A carload shipment made in May, 1929 
checked short two boxes. Consignee claimed he notified us of 
shortage on arrival of car at destination, which notice never 
reached us, as his letter evidently went astray. It was not unti] 
a year after car moved that we learned of this shortage, anq 
claim was filed with carrier immediately upon the receipt of thi; 
knowledge. 

Carrier declined our claim on the grounds that it was not 
filed within the time limit set forth in section 3, paragraph 3, of 
the uniform bill of lading. Our investigation brought out the 
fact that consignee signed delivery receipt as checking two boxes 
short and that carrier had a record of this exception in their 
O. S. & D. Bureau. 

Is carrier right in standing on bill of lading provision jn 
view of the record on their delivery receipt and in their 0. S, & 
D. Bureau? 

Answer: The decisions of the courts as to what constitutes 
notice of claim are not at all uniform. It has been held, how- 
ever, that where the carrier’s agent inspected a damaged ship. 
ment and indorsed the result of the inspection on the freight 
receipt and presumably delivered the receipt to higher officials 
there was sufficient notice of claim in writing under the uniform 
bill of lading. See E. H. Emery & Co. vs. Wabash R. R. Co, 
166 N. W. 600. There are also decisions to the contrary. See 
Taft & Vandyke vs. K. C. L. R. Co., 93 S. B. 752. 


Claims—Notice of 


New York.—Question: On August 4, 1920, we made a ship- 
ment to a customer which was signed for in good condition at 
point of origin. However, upon arrival at destination one case 
was found to be broken open and, upon the goods being checked 
up against the consignee’s invoice, there were some items miss- 
ing, an indorsement to this effect being made on the paid freight 
bill and also indorsement made that the waybill was marked 
in bad order on the previous day. 

Through a misunderstanding claim was not actually filed 
until May 11, which was promptly declined on the ground that 
it was not filed in accordance with the bill of lading require- 
ments. 

Since this shipment was in apparent bad order, contents 
checked against consignee’s invoice and indorsement not only 
made on the expense bill, but also on the waybill at the time 
of delivery, our contention is that this is one of the exceptions 
noted in the third paragraph of section 3 of the old bill of 
lading conditions, under which a notice of intention to file claim 
was not required, nor is it necessary to file a claim within six 
months’ time, as this is a shipment that was unquestionably 
damaged while being loaded or unloaded or damaged in transit 
by carelessness or negligence on the part of the carrier. 

Kindly advise if we are not correct in our contention and 
quote us any decision that would sustain our case and enable us 
to make collection from the carrier for this loss. 

Answer: There are, as yet, but one or two decisions of the 
courts which pass upon the question as to whether notice of 
claim is necessary when the damage is caused by the negligence 
of the carrier. See Hailey et al. vs. I. S. L., 253 Fed. 569, and 
Mann vs. F. & E. Transportation Co., 96 S. E. 731. The carriers 
take the position that claims for loss of goods in transit do not 
fall within the exceptions to~ section 3, paragraph 3, of the 
uniform bill of lading. Whether or not they do has not been 
definitely decided, although in the two cases referred to above 
no distinction is made between damage resulting from delay and 
damage resulting from the loss of property shipped. 


Application of Intermediate Clause 
Wisconsin.—Question: Davis’ I. C. C. No. A-18, naming class 
and commodity rates from Trunk Line territory to St. Paul, 
Minn., and other western points, on page 153, carries an inter- 
mediate application which reads, that “the rate to a station lo- 
cated directly between two stations of destination to which dif- 
ferent rates are named, will be the same as to the one of the 
two stations between which it is directly located to which the 
higher rate is named.” ‘ : 
Point A is located on both roads X and Y, the Official Guide 
showing that both lines enter the same station. While the rate 
to A is carried in another tariff, there is a rate named in this 
tariff to A using the rate to B via road Y as a maximum. 
Point C, located on road X, is accorded the St. Paul rate, 
which is different than the rate to B or A. —" 
Taking the above into consideration, would not a shippe! “" 
cated on road X, intermediate to C, be entitled to the C oe 
There is nothing in the intermediate clause which says that = 
three points must be on the same railroad, or that the trail 
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Pacific Mail Steamship Co. 
Under American Flag-PASSENGERS AND FREIGHT-Established 1848 


TRANS-PACIFIC SERVICE 


“‘The Sunshine Belt to the Orient”’ 
San Francisco to Honolulu, Yokohama, Kobe, Shanghai, Manila, 
Hongkong 
Passenger and freight sailings by new and luxurious U. S. Ship- 
ping Board 21,100-ton displacement, 1714-knot, steamers S. S. 
Empire State (Octoberlst); S. S. Hoosier State (October 
i2th); S. S. Golden State (November 5th). 


MANILA-EAST INDIA SERVICE 


San Francisco direct to India, calling at Honolulu, Manila, Saigon, 
Singapore, Colombo, Madras, Calcutta 
Passenger and freight sailings monthly by new and commodious 
U. S. Shipping Board 20,000-ton displacement steamers S. S. 
Wolverine State (October 15th); S. S. Granite State (No- 
vember 15th); S. S. Creole State (December 17th). 


PANAMA SERVICE 
San Francisco to Mexico, Central America and Canal Zone 
Passengers and freight sailings every 10 days 


SAN FRANCISCO-BALTIMORE SERVICE 
“PANAMA CANAL CRUISE” 
From San Francisco, Los Angeles to Baltimore, calling at ports in 
exico, Guatemala, Salvador, Nicaragua and Cuba 
S. S. Colombia sails from San Francisco October 5th 
S. S. Ecuador sails from Baltimore October 19th 

S. S. Venezuela sails from San Francisco October 25th 

S. S. Colombia sails from Baltimore November 8th 


Also four Class Al steel steamers (freight ony) with additional calls at 
n Juan (Porto Rico), Jacksonville, Savannah, Norfolk 





REGULAR SERVICES 
FREIGHT and PASSENGER 


Between 


NEW YORK MONTREAL PHILADELPHIA 
BALTIMORE BOSTON PORTLAND, ME. 
and 
ANTWERP BRISTOL 
HAMBURG GLASGOW 
LONDON MEDITERRANEAN HAVRE 
LONDONDERRY ROTTERDAM 
CHERBOURG SOUTH DANZIG 


Meh 
PLYMOUTH 


Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building, CHICAGO 
S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 


lek ye iy 


Monthly Sailings to Principal Ports 

West Coast, South America—Direct Service 

Monthly Freight and Passenger Sailings 
Leeward and Windward Islands, Venezuela, Curacao 

and Colombian Ports 
, Three week freight sailings 
Haitien, Dominican and Cuban South Side Ports 
For particulars apply 
604-12 Queen & Crescent Bidg., New Orleans, La. 


New York Office: 10 Hanover St. Chicago Office: 646 Marquette Bldg. 
Cable Address: ‘‘Orleanship”’ aaaeianes 





Through bills of lading issued to and from points beyond ports of call 





For rates and other information apply to any railroad or tourist agency, or to 
General Passenger and Ticket office: 621 Market St., San Francisco 


General Offices: 508 California Street, San Francisco 


10 Hanover Square, N. Y. . 400 Exchange Place, Baltimore 
Managing Agents: U. S. Shipping Board 


New Orleans & 






South American S_S. Co. 
INCORPORATED 
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Arrangements have been made for this space by 


THE KANSAS CITY SOUTHERN RAILWAY 


for the purpose of giving information regarding this line which 
will be interesting and instructive. 


















It will be our purpose to keep you informed of our service, 
our important connections, the territory we reach, our system 
of tracing, our efforts to protect your shipments while in our 
care, and to merit your patronage. 


Each issue will contain information of interest to the Indus- 
trial Traffic Manager and the Shipping Public. 


H. A. WEAVER, G. F. A. J. F. HOLDEN, Vice President 
Kansas City, Mo. Kansas City, Mo. 
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must pass through the first named station. The only require- 
ments, as we read this clause, are that the intermediate station 
must be located between two stations, and that different rates 
must be in effect to each of these stations. 

Answer: You have not fully quoted the intermediate clause 
on page 153 of F. S. Davis’ I. C. C. A-18, which reads: “Except 
as otherwise provided in section 4 of this tariff to any station 
of destination to which a specific rate is not named, which sta- 
tion is located directly between two stations of destination to 
which different rates are named, the rate will be the same as 
to the one of the two stations between which it is directly lo- 
cated to which the higher rate is named.” 

Inasmuch as there are specific rates to A published in F. S. 
Davis’ I. C. C., the B rate cannot be applied. Therefore, in the 
absence of rates to A in F. S. Davis’ I. C. C. A-18, the rate to 
C cannot be applied to points on road X intermediate to A and C. 

Routing—Terminal Delivery Must Be Specified if Desired 

Arizona.—Question: Please advise your opinion regarding re- 
covery of an overcharge occurring as follows: Intrastate move- 
ment, state of California. Road A from point of shipment has 
through rate to point of destination, but does not make delivery 
to consignee’s plant, which is located on road. B’s track, which 
makes terminal delivery. Our bills of lading were routed A. & 
B. A. & B. have five freight connections or junctions, four in- 
termediate, and one at point of delivery, but no joint rates be- 
tween origin and delivery points. 

A makes delivery to B about forty miles short of delivery 
point, compelling us to pay A the same rate to junction with B, 
as also applied to point of destination; B also collected their 
local from junction with A to destination. 

Answer: In so far as interstate shipments are concerned, 
the Commission has held that it is the duty of the initial line 
to turn a shipment over to the connecting line specified in the 
bill of lading for a line haul, unless terminal delivery by that 
line is specified in the bill of lading. See Fechheimer Steel & 
Iron Co. vs. Pa. R. R., 51 I. C. C. 183. We are not familiar with 
the rules governing intrastate shipments in California. 

Damages—Deduction of Freight Charges 

Michigan.—Question: In June, 1921, an 80,000 capacity car 
was loaded with 80,000 pounds of wheat and shipped to destina- 
tion, freight charges prepaid. Upon arrival at destination the 
car was found to be leaking and checked short 2,070 pounds. 

Claim was filed for the amount of this shortage, together 
with freight charges on the shortage of 2,070 pounds. Carrier 
has evinced willingness to pay the amount of the shortage, but 
refuse refund of the freight charges on same. For their reason 
for refusal, they state that if they make refund of this amount 
it would be the same as assessing charges on only 77,930 pounds, 
which would have the effect of bringing the weight below the 
prescribed minimum, whicih, of course, is the marked capacity 
of the car, or 80,000 pounds. 

We contend that tariff regulations, prescribing the minimum 
weight were complied with when 80,000 pounds was loaded in 
the car, and the loss of 2,070 pounds being the fault of the car- 
rier, they should make refund of the freight charges on this 
amount. We might add, too, that the shipment was transported 
under the rules and regulations named in Kelly’s freight tariff 
245. Kindly let us have a ruling. 

Answer: As under the McCaull-Dinsmore case, a carrier 
is liable for the market value of the freight at destination, un- 
paid freight charges should be deducted from this amount, for 
the reason that, while the shipper is not bound to pay freight 
where the carrier fails to perform his obligation to deliver in 
good condition, yet the shipper should not have the advantage 
of the increased value of the goods due to their transportation, 
and is entitled only to the net value at destination. If the freight 
charges have been paid, the value of the property at destination 
without reference to such charges is the basis of recovery. 


(1) Combination Rates—Application of One Increase Under Gen- 
eral Order 28 to. (2)Overcharges—Claims for Shipments 
Moving During Period of Federal Control—Time Within 
Which to File 
West Virginia.—Question: Has it as yet been ruled that 

Kelly’s I. C. C. US-1 is applicable for constructing combination 

rates on lumber, carloads, regardless of whether the tariffs on 

file with the Interstate Commerce Commission naming the in- 
termediate rates makes specific reference therto? If not, is not 
this question receiving the consideration of the Commission? 

Also, is it permissible at present for the railroad companies 
to accept claims for straight overcharges on shipments that 
moved during the period of federal control? If so, on what 
authority? 

Answer: We know of no ruling such as you refer to, nor 
is the question receiving the consideration of the Commission, 
so far as we are aware. 

It has, however, been recently held that where one of the 
tariffs used in making combination rates on through shipments 
contains a rule that such rates will be subject to the increase 
but once, there is a holding out to the shipper of the rate so 
constructed which the carrier should protect. Sligo Iron Store 
Co. vs. Western Maryland Ry. Co., 62 I. C. C. 648. 
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In accordance with Accounting Circular No. 157-B, claims 
for overcharges on shipments that moved during the period of 
federal control sould have been filed on or before September 
1, 1921. 

Demurrage Resulting from Embargo 


In our answer to “Missouri” on page 378 of the August 20, 
1921, issue of The Traffic World, we referred to the Commis. 
sion’s opinion in Cleveland Cooperage Co. vs. Director-General 
et al., 57 I. C. C. 423. A case more directly in point is the Com- 
mission’s opinion in Atlantic Refining Co. vs. Director-General 
and Pennsylvania R. R. Co., 57 I. C. C. 627. 


Damages—Measure of 


Louisiana.—Question: Would appreciate your opinion as to 
the carrier’s liability under the following circumstances: 

Car of flour shipped December 29, 1920, to order of shipper, 
notify consignees; arrived here at New Orleans, January 11, 
1921, consignees notified same date. 

In accordance with standing instructions to railroad, flour 
was unloaded into their warehouse on the date of arrival. The 
consignees, however, did not accept draft from bank until Janu- 
ary 25, 1921, on which date they surrendered the original bill 
of lading to the carriers, and commenced accepting delivery. 

Shipment had checked out 362 98-pound sacks of flour, water 
damaged, which was rejected by the consignees, who were 
actually brokers, and had no means of disposing of the flour in 
its damaged condition. Claim for the damaged proportion was 
filed with the carriers on January 31, 1921, in an amount of 
$1,954.50, invoice value. 

The consignees have contended that a representative of the 
railroad notified them on or about January 12 that the car 
checked out 362 bags water damaged, and that they (the con- 
signees) informed the railroad’s representative immediately, or 
in the course of same conversation, that they would have to 
reject the damage, account of their inability to handle. No con- 
firmation of this conversation was made by either party. The 
flour was sold by the railroad on April 8, 1921. 

The railroad has now taken the position that they are liable 
to the consignees for the market value of this flour, on the date 
bill of lading was surrendered, i. e., January 25, 1921, account 
the consignees having no documental evidence to show that they 
actually rejected the flour on January 11 or 12, and their own 
representative refusing to acknowledge such conversation having 
transpired. This would result in a loss of approximately $2 per 
barrel to the consignees. 

The consignees maintain that the flour was sold them under 
contract, and that it actually became their property when loaded 
into cars at point of origin, where clean bill of lading was given 
by the carriers. They further contend that the market valua- 
tion has no bearing in this instant case, account of existing 
contract, and that their action in delaying surrender of bill of 
lading would not entitle the railroads to adjust claim on basis 
of the market value of shipment on date bill of lading was sur- 
rendered, but would confine adjustment to basis of invoice. 

We might also mention that it has been the policy of con- 
signees during the past eight to ten years to permit shipments 
consigned to shippers’ order, their account, to remain in rail- 
road’s warehouse indefinitely, before surrendering bills of lading. 

If you can cite any legal authority bearing on this specific 
case, we would thank you to do so. The railroad is demanding 
that the consignees accept adjustment on the basis named herin, 
whereas consignees refuse. Due to the question of veracity aris- 
ing, through the allegations of consignees to have received ad- 
vice of the damage existing on January 11 or 12, while the rail- 
road’s representative contends no such information was given, 
nor advice received from consignees of their intention to reject 
damaged portion until surrender of bill of lading, the railroad 
has intimated they would split fifty-fifty the difference between 
the invoice value and the market value on date lading was 
surrendered, with a view of disposing of the claim. The con 
signees believe this is an acknowledgment of liability and have 
asked for the entire claim, the amount they have actually lost. 

Answer: Under the decisions of the courts, where goods 
intrusted to a carrier are injured through causes for which the 
carrier is responsible, the owner of the goods is entitled to re 
cover the difference between the value of the goods at the time 
and place of delivery in an uninjured condition and their value 
in the depreciated condition in which they were delivered. In 
case of loss, the carrier is liable for the market value of the 
goods at the place of destination at the time when delivery of 
the goods should have been made. 


In the instant case, while the goods arrived at destination 
on January 11, delivery was not actually made until January 25, 
as the liability of the carrier, at least as a warehouseman, for 
loss of or damage to the goods extended until actual delivery 
was made. See Sou. Ry. Co. vs. Prescott, 240 U. S. 632. 


None of the cases which we have examined cover such 4 
state of facts as the present case, and therefore, in the absence 
of court decisions, fixing the time at which the market value at 
destination is to be determined, where goods are not accepted 
immediately upon arrival, but are stored by the carrier under 
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INDUSTRIAL SITES 


THE PORT OF TACOMA has set aside several 
acres of its waterfront properties for long-time leases. 
These tracts are exempt from all taxes and the yearly 
rental charges are based on 6 per cent of the actual 
costs. They are adjacent to fresh water, light and power 


lines and may be connected with transcontinental and 
street railway trackage. 


For further information apply to 


PORT OF TACOMA 


National Bank of Tacoma Bldg. 
Tacoma; Washington 


SHIP THROUGH THE 


Port of Los Angeles 


The Port of Los Angeles is nearer to more of the great producing and con- 
suming centers of the United States than any other Pacific Coast port. It is 
served by transcontinental railroads that are open to traffic the year round. 


Steamship Service to All Parts of the World 
A Harbor Made to Order 


A safe harbor for any size vessel, accessible in any More than 2% miles of municipal wharf frontage, 
weather. including some of the finest port facilities in Amer- 


No bar to cross; 48 feet depth at low tide at ica. Also nearly five miles of privately-owned 
entrance to the harbor. wharves. 


Quiet anchorage within five minutes from the open Five municipal transient sheds, with 9,750,000 
sea. United States Government has expended more cubic feet of storage space. 
than $6,000,000 on Port improvements and is now A six-story concrete municipal warehouse with a 


expending more than $1,000,000 additional. . 
City of Los Angeles has expended $5,500,000 for capacity for aw than 80,000 tons of storage. : 
Municipal Terminal Railway connecting city 


improvements, is now making further important im- = . “ 
provements with an additional appropriation of wharves with three transcontinental railroads and 
with the Pacific Electric Railway. 


$4,500,000, and has voted a new $4,800,000 bond issue 
for still further development work. Municipal high density cotton compress. Only one 


Lowest port charges of any Pacific Coast port. on the Pacific Coast. 
Write for further information | 


Board of Harbor Commissioners 


SUITE 33, CITY HALL, LOS ANGELES, U. S. A. 
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instructions from the consignee, it is not possible to state posi- 
tively what is the measure of the recovery of the consignee un- 
der such circumstances. We are inclined to believe, however, 
that the time of delivery and not the time shipment arrived at 
destination fixes the measure of damages. 

The contention that the invoice value should govern is not 
well founded, for the reason that a recovery of more than the 
market value cannot be had, unless the carrier was advised 
thereof at time shipment was delivered to it for transportation. 
Furthermore, where goods are shipped on an order-notify bill 
of lading, the presumption is that the shipper has retained the 
title to the goods. 





Digest of New Complaints 


No. 12704, Sub. No. 1. Iola Cement Mills Traffic Association et al. 
vs. C. B. & Q. et al. : 

Unjust, unreasonable, unduly prejudicial and preferential rates 
on cement from points in Kansas and Oklahoma to stations in 
Kansas. Asks just, reasonable and non-discrimnatory rates. 

No. 13012, Sub. No. 3. Surpass Leather Co., New York, N. Y., vs. 
Director General, as agent. 

Against a rate of $4.621%4 on kangaroo skins from San Francisco 
to New York City as unjust and unreasonable because it exceeded 
subsequently established rate of $2. Asks reparation. 

No. 13090. International Steel Corporation, New York, N. Y., vs. 
Philadelphia & Reading. 

Unjust, unreasonable and discriminatory ground storage charges 
on shipments of steel billets at Philadelphia for export, detained on 
account of labor troubles in May, June and July, 1920. Asks 
reparation. 

No, 13091. M. E. Case Coal Co. et al., Peoria, Ill., vs. C. B. & Q. et al. 

Unjust, unreasonable, unduly prejudicial and unduly discrimi- 
natory rates on bituminous coal from La Marsh, Ill, to Galesburg, 
Ill., because rate was not the same as that contemporaneously in 
effect from Peoria, Ill., to Galesburg, Ill. Asks reparation. 

No. 13092. Sloss Sheffield Steel and Iron Co., Birmingham, Ala., vs. 
Director General, as agent. 

Unjust, unreasonable and unjustly discriminatory rates on coal 
between points in Alabama because of increase under G. O. No. 28 
being applied to separate factors of combination .rates. Asks 





reparation. 
No. or Malcolm H. Reed, Austin, T’ex., vs. Director General, as 
agent. 


Unjust, unreasonable, unduly preferential and prejudicial rates 
on cedar fence posts from Elgin, Tex., to Rocky Ford, Colo. Asks 
reparation. 

a ae Belt Mills Co., South St. Joseph, Mo., vs. A. T. & 
S. F. et al. 

Unjust, unreasonable and unjustly discriminatory rates on 
refuse molasses or blackstrap from various points in Louisiana to 
South St. Joseph, Mo. Asks reparation. 

No. 13095. Andersen Lumber Co., South Stillwater, Minn., vs. North- 
ern Pacific et al. 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential and prejudicial rates on door frames and window frames in 
carloads from South Stillwater, Minn., to various interstate desti- 
nations, because defendants assess and collect rates and charges 
which are substantially higher than the rates and charges con- 
temporaneously applied on lumber. 

No. 13096. King-Ryder Lumber Co. Kansas City, Mo., vs. Director 
General, as agent. 

Unjust and unreasonable rates on shells from West Port Arthur, 
Tex., to Bon Ami, La. Ask reparation. 

No. 13097. Standard Portland Cement Co., Charleston, S. C., vs. Di- 
rector General, as agent. 

Unjust, unreasonable and unlawful rates on coal from Carbon 
= Dora, Empire and Townley, Ala., to Leeds, Ala. Asks repara- 

ion. 


No, 13098. Arbuckle Bros. et al.. New York, N.Y., vs. Ann Arbor et al. 
Unjust, unreasonable, unduly preferential and prejudicial rates 
on sugar from New York, N. Y., and points grouped therewith, to 
Chicago, Ill., St. Paul, Minn., and Duluth, Minn., and points 
grouped therewith, and to the Ohio River crossings from Cincin- 
nati to Cairo, both inclusive, to the Missouri River territory, and 
to all points in the states of Ohio, Indiana, Illinois, Michigan, Wis- 
consin, Iowa and Minnesota; also unjust, unreasonable, unduly 
prejudicial and preferential minimum weights on sugar from New 
York, N. Y., to various interstate destinations. Asks cease and 
desist order, just and reasonable rates and minimum weights 
and reparation. 
No. con Producers’ Refining Co., Tulsa, Okla., vs. M. K. & T. of 
exas. 

Unjust, unreasonable, unduly preferential and prejudicial rates 
on refined oil from Burkburnett and Wichita Falls, Tex., to 
Gainesville, Tex. Asks just and reasonable rates and reparation. 

No. 13100. R. R. Brenner, Kalamazoo, Mich., vs. Director General, 
as agent, Michigan Central et al. 

Unjust and unreasonable rates on fuel wood from East Cooper, 
Mich., to Camp Custer, Mich. Asks cease and desist order and 
reparation. 

No. 13101. Southern Manganese Corporation, Anniston, Ala., vs. Di- 
rector General, as agent. 

Unjust and unreasonable rates on slag from Anniston to Gads- 
den and Birmingham, Ala. Asks cease and desist order and 
reparation. 

No. — Producers’ Refining. Co., Tulsa, Okla., vs. A. T. & S. F. 
et al. 

Unjust, unreasonable and unduly preferential or prejudicial 
rates on fuel oil from Gainesville, Tex., to Oklahoma City, Okla., 
and on naphtha and other refined products from Gainesville to 
Cushing and Ponca City, Okla. Asks for just and reasonable 
rates. 

No. 13103. Mitsui & Co., Ltd., New York, N. Y., vs. Director Gen- 
eral, as agent, et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on tin originating in China and shipped by rail from 
San Francisco to Chicago, Newark and New York City. Asks 
reparation down to the basis of subsequently established rate. 

No. 13104. Brazil Clay Co. et al., Brazil, Ind., vs. Chicago, Indianapolis 
& Louisville et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial and preferential rates on brick and other burned clay 
products from Attica, Veedersburg and Brazil, Ind., to destinations 


in Indiana as compared with the rates from Danville, Ill. Asks 
just, reasonable and non-discriminatory rates. e 
No. 13105. Armour & Co., Chicago, vs. Director General, as agent, 
Unjust and unreasonable rates on condensed and evaporated 
milk from Bloomer, Wis., to various points in C. F. A. and Trunk 
Line territories. Asks reparation. ; 


No. 13106. Crookston Gas Co. et al., Crookston, Minn., vs. Great 
Northern. 

Unjust, unreasonable, unjustly discriminatory and unduly pref. 
erential and prejudicial rates on coke from St. Paul, Minn., to 
various destinations in Minnesota. Asks reparation. 7 

No. 13106, Sub. No. 1. Same vs. Director General, as agent. 

Same complaint and prayer as to shipments of coke during fed- 
eral control. 

No. neg National Live tSock Exchange, Chicago, vs. A. T. & §. F 
et al. 

Unjust and unreasonable charges for bedding of live stock cars 
Asks for a rule requiring carriers to place proper bedding in cars 
without charge to shipper and to pay to shipper a proper amount 
for cars in which he furnishes bedding ,and reparation of $300,000 

No. 13108. IT’. Walter Hardy, doing business as Hardy Salt Co., st 
Louis, Mo., vs. Director General, as agent. je 

Unjust and unreasonable rates on salt moving intrastate from 

St. Louis, Mo., to various points in Missouri. Asks reparation. 


FROZEN MEAT FOR EXPORT 


Although the rehearing in No. 11012, Swift & Co. vs. South. 
ern Pacific, Director-General, et al., was requested by the Dj.- 
rector-General, most of the testimony at the hearing before 
Examiner Wilson, in Chicago, September 19, was put in by the 
complainants. The order in that case (60 I. C. C. 1-4) awarded 
reparation to the complainant on 22 cars of frozen meat, shipped 
from San Francisco to New York, for export, in September and 
October, 1917. The rate paid on these shipments was a com. 
bination over Chicago of $2.47%, the complainants contending 
that the through export rate of $1.50 should have applied, even 
though it was impossible to furnish a through export bill of 
lading, as prescribed by the tariffs, on account of war secrecy. 
The Commission did not find that the shipments were for ex- 
port, but did find that the rate charged was unreasonable to 
the extent that it exceeded $2 and awarded reparation down 
to that rate. 

Since all the shipments moved before federal control, the 
only interest the Director-General had was in the rate for the 
future, which had already been taken care of by the abolition 
of the rule making necessary a through export bill of lading, 
showing ultimate destination, before allowing the export rate. 
Rehearing was asked, according to the Director-General, because 
the case was being cited as proof that the export rate was rea- 
sonable per se, which question, he said, had never been before 
the Commission. C. B. Ackerman, of the Railroad Administra- 
tion office, put in a number of exhibits at the hearing, consisting 
of rate and tonnage comparisons, which, in his opinion, showed 
the export rate to be unreasonably low. 

Ross Rynder, attorney for Swift & Co., took advantage of 
the reopening to introduce testimony calculated to convince 
Commissioner Hall, who wrote a dissent, in which he said that 
the shipments were domestic and that the movement was an 
isolated one, that he was wrong. It was stated that Swift & Co. 
shipped an average of 229 cars of frozen meat a year to the ter- 
ritory east of the Mississippi River. The shipments on which 
reparation was awarded, according to Swift & Co. witnesses, 
were consigned to a captain of the quartermaster corps at the 
docks and were shipped by him to the chief quartermaster in 
France. A. G. Toll, member of the standing rate committee 
of the Transcontinental Freight Bureau, said that even if the 
cars had gone into storage at Jersey City, such storage could 
not be termed “storage in transit,’ but, since it took place 
entirely for the convenience of the carrier, it was, in fact, a 
terminal service. 

No. 12223, Armour & Co. vs. Northern Pacific et al., in which 
reparation was asked on 177 cars shipped from Spokane to New 
York under similar circumstance, and on which no order has 
as yet been entered, was set for rehearing at the same time 
and place. No evidence was put in in that case, however. 


PACKERS AND GROCERY BUSINESS 
The Trafic World Washington Bureau 


Attorney-General Daugherty regards as propaganda the al- 
legations made by the wholesale grocers with regard to his re 
ported desire to modify the consent decree now standing against 
the packers in which the latter consented to a judgment of the 
supreme court of the District of Columbia requiring them, 
effect, to get out of the wholesale grocery business and to sell 
their railroads and stock yards. The Department of Justice 
will not, he said, seek to “undermine” the court’s decree Te 
stricting the operations of the big packers. 

But the attorney-general is thinking of asking the court 
to construe or modify the decree so that California fruit grow 
ers may ship their products in packer cars. Under a literal col 
struction of the decree, the fruit growers could not avail them 
selves of a facility of transportation owned by one of the five 
interdicted packers. If a meat packer, other than one of the 
big five, owned the car which a fruit grower desired to use, the 
decree would not prevent such use. The condemnation of the 
decree rests wholly on the ownership, not the character, of the 
car. 
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Armour and Company and others of the big packers, until 
the decree was entered, were buyers and transporters of fresh 
and canned fruits. Since the decree requiring the packers to 
céase their competition with the wholesale grocers, the big 
packers have not been in the market either as buyers or trans- 
porters of fresh or canned fruits from California. Growers in 
that state, therefore, have been in distress, not only on account 
of what they deem the high freight rates, but also because the 
number of buyers and transporters of their products has been 
reduced by the elimination of the five big packers. The grow- 
ers have been trying to induce buying by the big packers but 
the latter have kept out, although the decree is not yet abso- 
lute against them. Swift & Co., one of the big five, for instance, 
in advance of the operative date of the decree, disposed of their 
interest in Libby, McNeill & Libby and no longer carry the 
goods of that company in the packer cars. Libby, McNeill & 
Libby, it is suspected, have not been able to make arrangements 
for the distribution of their products that are as complete as 
were the arrangements when that company was a subsidiary of 
Swift & Co. 

The reorganization forced by the divorce of those com- 
panies, using them as illustrative, has resulted in a crippling of 
the organization which took care of the canned California fruit, 
to a large extent. The wholesale grocers, whose fight against 
the packers resulted in the latter consenting to a decree forc- 
ing them out of the wholesale grocery business, are opposed to 
modification of the decree. 


Something of that kind, it is believed, will have to be done 
unless the wholesale grocers who won their fight before the 
Department of Justice for the elimination of the packers from 
the wholesale grocery business, are able to provide the facilities 
formerly supplied by the meat packers. The grocers lost their 
fight against the packers before the Interstate Commerce Com- 
mission. That body found, except in a few small particulars, 
nothing wrong with the treatment the carriers gave the packers 
and the grocers. So far as the Commission is concerned, there 
is no reason why the packers should get out of the grocery 
business. 


It is believed to be doubtful whether all the “big five” desire 
to get back into the grocery business. One of them is suspected 
of being desirous of returning and the others not. If the decree 
should be modified as desired by the California people, and if 
one packer should return to the business, others, it is believed, 
would be forced by competition to do likewise. 


Attorney-General Daugherty, who, has under consideration 
the application of California fruit growers, regards what the 
wholesale grocers are doing in the way of publicity with regard 
to that matter, as part of their propaganda against the packers 
in which the interests of the California fruit growers are a 
football between the contending parties. Daugherty’s attitude 
is sympathetic. That fact, apparently, provided a foundation 
for the charge by the grocers that he was about to emasculate 
the decree to which the packers consented as the price of peace 
and the terms of which they have carried out in advance of 
the operative date of the order, except in the matter of selling 
their railroads. Their effort to sell the railroads leading to 
the Chicago yards precipitated the big fight in which the trunk 
lines and the city of Chicago are opposing the purchase by the 
New York Central, without, however, proposing any plan where- 
by the packers can comply with that part of the decree stand- 
ing against the packers. 


The Southern Wholesale Grovers have been allowed to in- 
tervene in the case before the Supreme Court of the District 
of Columbia to be heard in opposition to Daugherty, if and 
when he moves to modify the decree as desired by the Califor- 
nia fruit growers. The National Wholesale Grocers Associa- 
tion is expected to do likewise. 


In discussing the case, Attorney-General Daugherty said: 
“The California fruit industry faces a crisis. The co-operative 
fruitgrowers of that state ask for a modification of the decree 
against the packers to allow shipment in the packers’ private 
cars of large amounts of fruits, which may go to waste because 


of lack of sufficient cars available from the trunk line railroad 
systems. 


“IT can not say at this time what the department will rec- 
ommend. The duty of the department will be to lay the facts 
as we ascertain them before the court, and then let the court 
decide whether or not a modification is warranted. It will not 
be our purpose to kill the effect of the decree by any depart- 
ment ruling.” 


BEDDING FOR LIVE STOCK 
The Trafic World Washington Bureau 


The National Live Stock Exchange, by means of formal com- 
plaint, No. 13,107, against the Santa Fe and every other carrier 
that is a transporter of live stock in considerable volume, has 
taken a step toward requiring the railroads to provide suitable 
ears for the shipment of live stock, free of any charge to the 
shipper other than the payment of the rates for carrying safely 
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and with reasonable dispatch. In behalf of its members it has 
asked for reparation amounting to about $300,000. 


This action grows out of the tariffs filed by the Railroag 
Administration in October, 1919, under which the shipper not 
furnishing bedding for the animals shipped by him was requireq 
to pay the carrier $1 for the bedding in a single deck and $1.5) 
for the bedding in a double deck car. The purpose of the bedding 
is to enable the animals to maintain their footing on the ¢ar 
floors, and not to make a downy couch for them, according to 
the allegation in the complaint. i 

The rule in the tariffs, according to the complaint, is unrea. 
sonable. A reasonable rule, the complaint says, would be one 
recognizing the duty of the carrier to make cars safe for trans. 
porting the live stock, at its own expense, or if the shipper 
provided the bedding to pay him for it. The complainant says ap 
allowance of 25 cents for the bedding in a car would be reg. 
sonable. 


DRAIN TILE FROM MASON CITY 


Misinterpretation of General Order 28, resulting in the pub. 
lication of unauthorized tariffs and so causing a violation of 
section 6 of the act, was the allegation made by the complain. 
ants in No. 12801, Mason City Brick and Tile Co. et al. vs. 
Director-General, hearing on which was held before Examiner 
Wilson in Chicago, September 22. The increases to which the 
brick and tile people objected were those made in the rates 
on drain tile, which, they contended, should only have been in. 
creased two cents a hundred pounds instead of 25 per cent, as 
was the case on all the lines serving Mason City, except the 
C., M. & St. P. Subsequently, according to testimony put in 
by the complainants, that carrier also changed its drain tile 
rates to make them 25 per cent above the rate prior to General 
Order 28. 


On February 29, 1920, in pursuance of freight rate author. 
ity 14529, all drain tile rates were uniformly placed on a basis 
which represented a straight increase over the June 24, 1918, 
rate of 2 cents a hundred pounds. It was the contention of 
the complainants that the increase should originally have been 
that amount, because General Order 28 provided for an increase 
of two cents on brick and articles taking brick rates or rates 
based on the brick rates. The Director-General differed with 
contention only in so far as the manner of publication showed 
the rates on brick and on drain tile to bear a definite relation- 
ship. C. B. Ackerman, testifying for the Director-General, said 
that if the tariff carried a blanket provision saying that the drain 
tile rates were to be the same as, or a fixed differential over, 
the brick rates, the two cent increase should have applied. On 
the other hand, where the drain-tile rates were published sep- 
arately, even though they were uniformly the same of a fixed 
amount over the brick rates, and even though they appeared 
in an adjoining column, he said, no relationship was shown. On 
this theory he contended that the tariff of the C., M. & St. P. 
referred to above was, until it was adjusted on the basis of a 
25 per cent increase, unlawful. 


The Director-General, however, stressed the reasonableness 
of the drain tile rates from Mason City especially. Numerous 
exhibits were entered which purported to show that the rates 
from competing points in Iowa, and as far South and East as 
St. Louis and Charlotte, N. C., were as high as, if not higher 
than, the Mason City rates, and that the General Order 28 in- 
creases were made on the same basis as those made at Mason 
City. Mr. Ackerman also said that the loss and damage claims 
were exceedingly heavy on drain tile, aggregating somewhere 
around 5 per cent of the total revenue received on that class 
of traffic, whereas he knew of no claims for damage on brick. 
The loading, also, he said, was in favor of the brick, the mini 
mum weight on which was 50,000 pounds compared to a mini 
mum on drain tile of 30,000, which resulted in a materially 
lower per-car revenue from the tile than from the brick. 





CARS FOR MELONS IN TEXAS 


The Trafic World Washington Bureau 


On petition of the railroads operating in Texas, the Com 
mission has entered an order in No. 13072, in the matter of 4 
regulation prescribed by the railroad commission of Texas re 
quiring carriers to slat stock cars for transportation of water: 
melons in Texas, providing for an investigation to determine 
whether the regulation prescribed by the state commission wil 
result in unjust discrimination against interstate commerce. 


The regulation complained of by the carriers provides that 
when stock cars are furnished by railroad companies for the 
transportation of watermelons, in carload lots, within the state 
of Texas, such stock cars when request therefor is made by ship- 
pers, shall be slatted by and at the expense of the carriers. 
The rules applicable to interstate shipments, the carriers — 
provide for a charge of $5 per car where, on shippers’ demat 
the carriers furnish slatted cars for watermelon shipments. 
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FEDERAL VS. STATE CONTROL 
r The Trafic World Washington Bureau 


John E. Benton, general solicitor of the National Association 
of Railway and Utilities Commissioners, in a bulletin to mem- 
bers relative to the Atlanta convention of the association, Octo- 
ber 11-14, has directed ‘attention to the critical situation which 
has arisen from the assumption by the federal Commission, un- 
der the transportation act, of complete authority over intrastate 
commerce. This assumption extends beyond the matter of rates 
and includes practices heretofore deemed under the unques- 
tioned authority of the states, in their exercise of the police power. 
Reference is particularly made to the South Carolina case, where 
a state statute applicable to the matter of a conductor’s penalty 
was set aside by the federal Commission, although it was frankly 
stated that the charge was not imposed for revenue purposes. 
The assumption extends also to electric railway rates, as well 
as to rates on steam roads. I assume that this whole question 
of federal control over intrastate commerce will be discussed 
at the convention, and what the state commissions ought to do 
will be determined upon; and further that appropriate action 
will be taken to put behind any program adopted the full force 
of the concerted action of the several commissions.” 


PERFECT PACKAGE MONTH 


The “perfect package week” so successfully carried out by 
the St. Paul Association the second week in June, has inspired 
the American Railway Association and the American Express 
Company to make plans for a similar campaign on a nation-wide 
scale. The month of November is to be known as “perfect pack- 
age month” and special plans are being laid for carrying on 
campaigns in various localities and for the tabulation of results. 
A careful inspection of all shipments, both freight and express, 
will be carried on by the carriers this month and the co-operation 
of the leading shippers’ organizations at principal points in the 
United States and Canada is being sought. The management 
of the campaign is in the hands of the committee on freight 
claim prevention, of the American Railway Association, and the 
loss and damage department of the American Railway Express 
Company. 

In a joint circular, soon to be issued, the railroad and ex- 
press agents at every point of importance have been requested 
to form local campaign committees, to handle the necessary ar- 
rangements for “perfect package month” and to secure the co- 
operation of the local chamber of commerce or other traffic or- 
ganizations, to whom they decide to present the proposition. It 
is not the intention of the carriers to place any extra burden on 
such associations, but to ask them to receive, in November, the 
exception reports, to be issued in connection with every ship- 
ment found lacking in some respect, so far as proper shipping 
methods are concerned. 

These exception reports, to be issued separately for freight 
and express shipments, will carry spaces for checking off various 
errors in shipping or packing, and will be collected each day 
and sent to the local chamber of commerce or whatever body 
has agreed to officiate in the matter. 

That this receipt of exception reports by the shippers’ asso- 
ciations will not throw on them unusual burdens, is shown in 
the experiences of the St. Paul Chamber of Commerce, in its 
perfect package week, which suggested the present perfect 
package campaign on a national basis. The number of excep- 
tions was found at that time to be relatively small. 

The entire working force of all the railroads that are mem- 
bers of the American Railway Association, and the employes of 
the express companies, will be expected to take part in the cam- 
paign. Through the arrangements already made, the purpose 
of perfect package month will be made known to every shipper 
in the United States. Posters for railroad depots, warehouses 
and waiting rooms, baggage, express and caboose cars are being 
prepared, while all express wagons and motor trucks will carry 
an illustrated poster, calling public attention to the campaign. 


FIBERBOARD BOX SPECIFICATIONS 


The changes proposed in rule 41 of the Consolidated Classifi- 
cation, as contained in a special docket of the Consolidated Clas- 
sification Committee, hearings on which were held in San Fran- 
cisco, September 7, and Chicago, September 20, and will be held 
in New York, September 26, do not seem to meet with approval 
either from the makers or the users of fiberboard, pulpboard and 
corrugated strawboard containers. 

The proposal to raise the minimum Mullen test requirements 
on the .016-inch, 40-pound corrugated container from 175 to 200 
pounds met with particularly vigorous opposition at the Chicago 
hearing, in spite of the fact that it was admitted by users that 
the average test on the 175-pound box was somewhere around 
190 pounds. The inference drawn from that by members of the 
commitee was that it would only be necessary to increase the 
strength of the container stock by 10 pounds, but manufacturers 
pointed out that they would have to allow themselves the same 
margin of safety over the minimum specification were the 200- 
pound box required, which would make its average test strength 
somewhere around 220 pounds. 
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The expense which the change would saddle on the Shipper 
was illustrated by representatives of the packers. Swift & (4 
it was said, shipped between six and seven million containers 
mostly fiber, each year. A representative of that company gqj; 
that claims for loss and damage were actually decreasing a: 
more uses for the fiber boxes were being discovered. He offereg 
to waive all claims for loss and damage on freight shipped jp 
fiber boxes, which claims, he said, were very few, if the cop. 
mittee would decide to leave the rules as at present. 

The general feeling expressed was that it was proposed to 
penalize all shippers for the failure of a few to comply with the 
present specifications. 

The proposal to require gluing of all flaps is meeting wit) 
opposition from glass manufacturers, collar makers and majj 
order houses. These users frequently reship in the same pack. 
ages, after the jars first received in the container have bee, 
filled or after the stock has been rearranged. In the case of the 
mail order houses, ten per cent of all goods, it is said, are openeg 
for inspection and the boxes are resealed. This is a simple 
process with taped boxes, but would, of course, be impossible 
were it required to have all flaps glued. 

Except for some minor modifications in the thickness oj 
liners, representatives of the National Association of Corrugated 
and Fiber Box Manufacturers, and of the Container Club, ask 
that the present rules and specifications be allowed to stand, 
Representatives of the former ask that the present Mullen test 
be retained as standard, but the Container Club advocates the 
Webb test as-a fairer measure of the strength of the container, 
They agree, however, that it would be fairer to the manufacturer 
if the specifications called for an average test strength instead 
of a minimum. 


Y. M. C. A. TRAFFIC SCHOOLS 


In practically all of the large cities of the country the Y. M. 
C. A. has inaugurated or is laying plans to inaugurate night 
school courses in traffic management. In New York, Chicago, 
Cleveland, Detroit and Minneapolis these courses are in full 
swing and have met with the approval of railroad and industrial 
traffic men and local traffic organizations. 

The text-books for the course were written by Charles F. 
Walden, former president of the Meade Transfer Company, and 
were used for four years in mimeograph form at the West Side 
Y. M. C. A., New York, before being accepted by the United 
Y. M. C. A. Schools in their present form. Although these texts 
are standardized, being so arranged that new matter may be 
added from time to time, the traffic course itself is not. The 
manner of presentation is a local matter. In the Chicago school, 
for instance, these texts, together with reading assignments, 
constitute only a part of the course in traffic management, which 
is built on the theory that a good traffic manager must also know 
something about business in general. The Chicago course in- 
cludes accounting, business economics, organization and _ lav, 
commercial geography and marketing operations. 

The Chicago reading assignments referred to were written 
by J. H. Butler, general manager of the loss and damage depalt- 
ment, American Railway Express Company; T. T. Harkrader, 
traffic manager, American Tobacco Company; B. Olney Hough, 
editor, the American Exporter; F. T. Bentley, traffic managet, 
Illinois Steel Company, Chicago; H. J. Menzies, general traffic 
manager, International Nickel Company; William Simmons, gel- 
eral freight and passenger agent, Southern Pacific Company, and 
Burt Zimmerman, instructor in traffic management, Cleveland 
School of Technology. 

The Chicago course opened September 20. John D. Collier, 
attorney, formerly traffic manager for Montgomery Ward & (Co. 
is the instructor. 


BOXING AND CRATING INSTRUCTIONS 


Owing to the increased interest shown by various industries 
throughout the country in the course of instruction in boxils 
and crating given by the Forest Products Laboratory at Madiso?, 
Wis., the Forest Service of the United States Department of 
Agriculture has found it necessary to arrange for three cours¢s 
in addition to the November course previously announced. The 
dates on which the courses will begin are November 7, 1921, and 
January 9, March 6 and May 1, 1922. Each course is of one 
week’s duration. 

The course consists of a practical demonstration of the 
characteristics of different styles of boxes and crates, the I 
portance of nailing, the efficiency of metal straps and wire 
bindings, the making of various tests and, in general, gives a 
thorough course of instruction in the principles of boxing am 
crating. 





APPLICATION TO PURCHASE RAILROAD 


The B. & O. has applied to the Commission for authority to 
acquire control of the Indian Creek & Northern Railway Com 
pany, which operates between Lowesville and Blackville, W. ™ 
by the purchase of the entire capital stock of the company, pes 
500 shares of the par value of $100 each. The B. & O. propost 
to pay $850,000 for the property. 
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SHIPPERS WHO FEEL THEIR RATES 
ARE PROHIBITIVE 


Should first approach the carrier with a carefully considered and comprehen- 
sively prepared, concrete proposition, showing how or why— 


The present rate works to his disadvantage; 

His rate is unreasonable or unjustly discriminatory ; 

The competition he has to meet; 

How, perhaps, readjustment would inure to the carrier’s advantage, as 
well as the shipper’s. 
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Note 1. 


Where any or all of these features are involved, if the shipper sets forth the 
facts in a convincing manner he is usually far more successful, saves more time 
and money, than he who merely insists his rates are too high and demands read- 
justment, and, failing in that, proceeds before the Commission, or through his 
Congressmen, in an effort to secure relief. Dealing in generalities is a slow 
method of achieving results. Definite proposals, with substantiating evidence, 
compel consideration. 





















































Proceedings before the Commission at best are slow and expensive, and many 
are inclined to put up with unfair rates and shipping conditions, rather than 
tie themselves up in formal proceedings. Furthermore, this plan does not make 
for better co-operation between carriers and shippers, so necessary to commer- 
cial welfare. What will you do? . The carriers haven’t sufficient forces to work 
up everybody’s rate troubles in order that they may apply a remedy. You couldn’t 
afford to pay rates sufficiently high to enable carriers to carry such large forces, 
but there is a solution. 













































Note 2. The Solution: 


The Traffic Service Corporation rate and traffic specialists will, on short no- 
tice, make a thorough analysis of your rate adjustments and recommend changes 
necessary if merited, setting forth all pertinent data and facts which will enable 
you to go to the carrier and show it what you are getting and what you are 
entitled to—quickly. If rate matters were thus handled, the Commission’s docket . 
would be less congested, more people would be enjoying their inherent rights, 
business would constantly improve. Try it. Let us diagnose your case. If our 
analysis and exhibits are not convincing to the carriers, they can then be used 
in a formal proceeding before the Commission. Chances are, however, the car- 
rier will meet you half way. 


TRAFFIC SERVICE CORPORATION 


Special Service Department 


““At Your Service’’ 
505 Colorado Bldg. 

































































































Washington, D. C. 
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c.c. C. & ST. L. NOTES 


The Cleveland, Cincinnati, Chicago & St. Louis Railway Co. 
has applied to the Commission for authority to issue not exceed- 
ing $300,000 of its one-year 5 per cent promissory notes to the 
Atlas Portland Cement Company, and to renew the notes. The 
notes, according to the application, will be given to the cement 
company in return for advances of like amounts to be made by 
the cement company to the applicant to meet the cost of con- 
struction of the portion of a spur or industrial track to be built 
by the applicant from its main line at or near New Carlisle, O., 
to the stone quarry of the cement company that lies between 
said main line and the property of the cement company, said 
portion of the track being approximately 12,500 feet in length. 
Under the proposed agreement, the cement company will pro- 
vide the right of way and the carrier will construct at its own 
expense, and shall own the spur or industrial track. The cement 
company is to advance to the applicant, from time to time, as 
payments are required to be made for the work of construction 
of the spur, the amounts so required and the carrier will give its 
notes therefor, renewable for another year at the same rate of 
interest. 


BERENGARIA TO BE OIL BURNER 


Cable advices received by the Cunard Line announce that 
on the completion of the Berengaria’s trip from New York to 
Southampton and return, October 20, she will proceed to New- 
castle-on-Tyne, to be converted into an oil burner. The Beren- 
garia (ex Imperator) will enter the Southampton-Cherbourg-New 
York Express Service in conjunction with the Aquitania and 
Mauretania, also oil-burners. The conversion of the Berengaria 
to oil-burning will make a total of seven vessels in the combined 
fleet of the Cunard-Anchor lines with an aggregate total of 189,- 
022 tons. The Berengaria is at the present time the largest 
ship in commission, having a gross tonnage of 52,022 tons and 
a length of 919 feet. It is expected that with the acquisition 
of oil fuel the speed of the Berengaria will be materially in- 
creased. 


M. ST. P. & S. STE. MARIE BONDS 


The Commission has authorized the Minneapolis, St. Paul & 
Sault Ste. Marie Railway Company to issue and sell at not less 
than 97144 per cent of par and accrued interest $10,000,000 of 


Docket of the Commission ! 





Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


September 26—Charleston, S. C.—Examiner Keeler: 
12681—In re charges for wharfage, handling, storage and other ac- 
cessorial services at south Atlantic and gulf ports. 
September 26—Louisville, Ky.—Examiner Gault: 
11063—Holly Ridge Lumber Co. vs. Director General, Mo. Pac. et al. 
September 26—Argument at Washington, D. C.: 

Finance Docket 383—Application of Chicago, New York & Boston 
Refrigerator Co. for certification of a partial payment under Sec- 
tion 209 of Transportation Act. 

September 26—Washington, D. C.—Examiner Fuller: 
11214—Application of the U. S. Steel Products Co. et al. under the 
provisions of section 5 of the interstate commerce act, in connec- 
tion with the ownership and operation of steamer lines through 
the Panama canal. 
September 26—E] Paso, Tex.—Examiner Keene: 

1. and S, 1364—Class rates between El Paso, Tex., and points in New 
Mexico and Arizona. 

11764—In the matter of intrastate rates within the state of Texas. 
(Rates between El Paso and Ft. Bliss and Material Yard, Tex.) 

September 26—Lincoln, Neb.—Examiner Kephart: 
12790—Lincoln Chamber of Commerce vs. Director General, C. B. & 


Q. et al. 
12791—Lincoln Chamber of Commerce vs. D. & R. G., Director Gen- 
eral et al. 
Sept. 26—Dallas, Tex.—Examiner Mackley: 
12783—Rio Grande Oil Co. vs. Arizona Eastern et al 


September 27—Greenwood, Miss.—Mississippi Railroad Commission: 
Finance Docket 1500—Application of Delta Sou. Ry. Co. for permis- 
sion to abandon its railroad. 
September 27—Washington, D. C.—Examiner Fuller: 
l. and S. 1365—Routing on coal from Western Maryland Ry. mines 
to eastern destinations. 
September 27—Argument at Washington, D. C.: 
Finance Docket 1185—Application of the Saratoga & Encampment 
R. R. for a certificate of public convenience and necessity. 
September 27—Attica, Ind.—Public Service Commission of Indiana: 
Finance Docket 1489—In re application Redmond D. Stephens, co- 


receiver, for permission to abandon the Indiana Coal Ry. division 
of C. & E. I. R. R 


September 27—Tampa, Fla.—Examiner Carter: 
1. and S. 1344—Estimated weights on berries in pony refrigerators. 
September 28—Washington, D. C.—Examiner Barclay: 
12066—Construction and repair of railway equipment (further hear- 
ing relative to C. M. & St. P. Ry.) 
September 28—Akron, Ohio—Examiner Cassidy: 
12795—Firestone Tire & Rubber Co. vs. Director General. 
12797—Firestone Tire & Rubber Co. vs. Director General. 
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10-year 6% per cent collateral trust gold bonds; to issue ang 
pledge as collateral security for the proposed collateral truy 
gold bonds $12,500,000 of first refunding mortgage bonds, and ty 
procure authentication and delivery to applicant’s treasurer oj 
$2,500,000 of first refunding mortgage bonds to be held in the 
company’s treasury until the further order of the Commission, 
The company represented to the Commission that the proposeg 
issue and sale of collateral trust gold bonds was necessary for 
the purpose of providing funds with which to discharge certajp 
notes and unfunded indebtedness issued or incurred by the ap. 
plicant prior to May 17, 1921, aggregating $11,771,060.49. This 
indebtedness, the Commission said, arises out of the delayed 
payments of current liabilities and represents principally pay: 
ments due for fuel, work and materials required in the operation 
of the applicant’s properties. 


GEORGIA RAIL ROAD & BANKING CO. 


The Georgia Rail Road & Banking Co. has been authorized 
by the Commisison to issue and sell at not less than 95 per cent 
of par and accrued interest $1,500,000 of 6 per cent debenture 
bonds. The proceeds will be used in connection with other 
funds to pay off and retire a like amount of plain debentures 
now outstanding. The company said that on January 1, 1929, 
there would mature $1,500,000 of its existing obligations con. 
sisting of $1,200,000 of plain debentures, bearing interest at the 
rate of 5 per cent per annum, and $300,000 of plain debentures, 
bearing interest at the rate of 6 per cent per annum. The sale 
of the proposed issue has been negotiated at 95 per cent of par 
and accrued interest, Spencer Trask & Co. of New York having 
agreed to purchase $1,300,000, and William E. Bush & Co. of 
Augusta, Ga., $200,000 of the bonds. 





STATISTICIAN WANTED 


The United States Civil Service Commission announces an 
open competitive examination for statistician. A vacancy in the 
position of statistical analyst in the Interstate Commerce Con- 
mission at $3,600 to $5,000 a year, and vacancies in positions 
requiring similar qualifications, at these or higher or lower sal- 
aries, will be filled from this examination, unless it is found in 
the interest of the service to fill any vacancy by reinstatement, 
transfer, or promotion. 





September 28—Savannah, Ga.—Examiner Keeler: 
12681—In re charges for wharfage, handling, storage and other ac- 
cessorial services at south Atlantic and gulf ports. 
September 28—Washington, D. C.—Examiner Paulson: 
12497—United States of America vs. Director General, B. & O. et al. 
September 28—New York, N. Y.—Examiner Gerry: 
12680—American Fruit and Vegetables Shippers’ Assn. et al. vs. 
Am. Ry. Exp. Co. et al. 
September 28—Allentown, Pa.—Examiner McGrath: . 
12835—Harrison Ball et al., executors, trading as Ball, Seligman & 
Co., vs. N. Y. P. & N. et al. z 
September 28—Omaha, Neb.—Examiner Kephart: 
12738—Sunderland Bros. Co. vs. C. B. & Q. et al. 


September 28—Austin, Tex.—Examiner Mackley: 
12879—The State Highway Department of Texas vs. Director Gel- 
eral, C. & N. W. et al 


12696—The State Highway Department of Texas vs. Director Gen- 
eral, B. & O. et al 


al. 
12685—Malcolm H. Reed vs. Director General, A. T. & S. F. et al. 


September 28—Washington, D. C.—Examiner Davis: 


Finance Docket 1467—Application of Chaffee R. R. Co for certificate 
of public convenience and necessity. 


September 29—Amarillo, Tex.—Examiner Keene: 
* 12847 (Sub. No. 1)—Panhandle-Plains Chamber of Commerce V5. 
Abilene & Southern et al. 


September 29—Chicago, Ill.—Examiner Hartman: 
* 4181—Second industrial railways case, Pullman R. R. Co. (further 
hearing). 
September 29—Washington, D. C.—Examiner Flynn: . 
=—— Hardwood Traffic Assn. et al. vs. Illinois Central 
et al. 
September 29—Washington, D. C.—Examiner Clarke: — 
Finance Docket 1523—Application of C. & O. Ry. and C. & O. N. Ry. 
for authority to assume liability for principal and interest of first 
mortgage 5 per cent 30-year gold bonds of C. & O. N. Ry. out- 
standing; for approval of acquisition by C. & O. of C. & O. N. Ry: 
Co. by conveyance of title of latter to former. 
eptember 29—Argument at Washington, D. C.: . 
and > 1338—Class and commodity rates between north Pacific coast 
points. 
September 29—Omaha, Neb.—Examiner Kephart: 
ee & Gallagher Co. et al. vs. Director General, C. B. & Q. 
et al. 
12705—The Overland Tire and Rubber Co. et al. vs. Mo. Pac. et al. 
September 30—Washington, D. C.—Examiner Paulson: 
12872—The Atlas Portland Cement Co. vs. Director General. 
September 30—Pittsburgh, Pa.—Examiner Cassidy: , 
12529—Wayne Coal Co., Inc., vs. Director General, P. & W. V. 
12529 (Sub. No. 1)—Wayne Coal Co., Inc., vs. P. & W. V. 
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Laws governing the settlement of 


Claims Against Common Carriers 





Loss, Damage, laeey, and Delay 





Property Transported in Interstate and Foreign Commerce 
entitled 


“Limitation of Common Carrier’s Liability” 


Covers all questions involving CLAIMS BETWEEN SHIPPERS AND CARRIERS, including status 
of carriers’ liability, and validity of limited-liability clauses in bills of lading under Section 20 of the Inter- 
state Commerce Act, as developed by the ‘‘Carmack Amendment,” and the first and second ‘‘Cummins 
Amendments.” The purpose of the work is to state the present law governing every proposition involv- 
ing carriers’ liability in a manner that is readily understandable in its application to everyday problems. 


All legal works heretofore published on the subject of the rights and liabilities of shippers and 
carriers have been rendered obsolete by the interpretation and construction of Section 20 of 
the Interstate Commerce Act by the United States Supreme Court. 














ize 7834x1034 inches 
secasianess - The only up-to-date, complete and authoritative work on this 
very important and much-misunderstood subject. Affects 
every shipper and carrier in the United States, whether large or 
small. Treats fully the many leading decisions of the United States 
Supreme Court governing this subject, including the following con- 
trolling cases: McCaull-Dinsmore Co., Primrose, Lockwood, Hart, 
Piper, Riverside Mills, Croninger, Dettlebach, Prescott, Starbird, Olivit 
Bros., Carl, Harriman Bros., Blish Milling Co., Burke, Pierce Co., 
Rankin, Robinson, Ward, Leatherwood, Cramer, _ Sealy, Neiman- 
Marcus Co., Hooker, Reid, Collins Produce Co., 





A few of the important subjects treated: 


Common-law liability as modified by statue—Extent of liability of initial, connecting, 
and terminal carriers—Limited-liability clauses governing transportation of live stock 
and perishable traffic—Vessel owner’s liability in foreign commerce—Rates dependent 
upon declared or released valuation—Liability of carrier for full actual loss, damage, 
or injury regardless of limited-liability contract—Validity of limited-liability provisions 
in contracts of shipment, classifications and tariffs—Time for giving notice of and 
filing of claims with carriers, and institution of suits—Elements and measure of re- 
covery—When invoice price or market price controls—Interest—Refund of freight 
charges—Exemption of carrier from liability for act of God, public enemy, negligence 
of shipper, public authority, inherent vice or nature of goods—Liability as ware- 
houseman—Export and import traffic—Forms of domestic and export bills of lading— 
“Shipper’s weight, load and count’—Court proceedings—Jurisdiction of Interstate Com- 
merce Commission—‘*‘Carmack Amendment’”—‘“‘Cummins Amendments’’—‘“‘Harter Act,” etc. 





Bound in law buckram. 








This work is an absolute necessity in the proper settlement of claims against railroads, express 
companies, steamship lines, and other common carriers, and is of exceedingly great value to business execu- 
tives, chambers of commerce, railroad officials, claim agents, lawyers, traffic managers, shipping clerks, etc. 


The work contains a comprehensive ANALYSIS, a lucid and authoritative SUBJECT-MATTER with 
copious notes and complete citation of cases, a detailed INDEX, and a complete TABLE OF CASES. 








The work is printed on the highest quality of paper, and the style of printing used provides maximum 
legibility, being clear, large type. 425 large pages of size 734 in. x 1034in. Bound in law buckram. 





For differentiation purposes the Analysis is printed on pink paper, the Subject-Matter on white paper, the 
Index on green paper, and the Table of Cases on yellow paper. The mechanical construction and color 


scheme of the work is both original and unique. IT SAVES TIME, LABOR AND MONEY. 
PRI E per copy from publisher, or at any book dealer. 
C ‘ $7.50 PLACE ORDER AT ONCE AS PRESENT EDITION IS LIMITED. 


TRAFFIC LAW SERVICE CORPORATION, suis sets CHICAGO, ILL. 
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September 30—Jacksonville, Fla.—Examiner Keeler: 
12681—In re charges for wharfage, handling, storage and other ac- 
cessorial services at south Atlantic and gulf ports. 
September 30—Argument at Washington, D. C.: 
12030—Federal Valley R. R. Co. vs. Toledo & Ohio Central et al. 
11659—Marion & Eastern R. R. Co. vs. C. & E. I. et al. 
11983—Moshassuck Valley R. R. Co. vs. N. Y. N. H. & H. et al. 
12004—The Wichita Northwestern Ry. Co. vs. C. R. I. & P. et al. 
September 30—New York, N. Y.—Examiner Gerry: 
12703—Theodore A. Leber vs. P. & R. et al. 
September 30—Philadelphia, Pa.—Examiner McGrath: 


—— Glass Works et al. vs. Director General, Mich. Cent. 
et al. 


September 30—Omaha, Neb.—Examiner Kephart: 
12717—Harding Cream Co. et al. vs. A. T. & S. F. et al. 
October 1—Chicago, Ill.—Examiner Hartman: 
* 4181—Second industrial railways case, Illinois Northern Ry. 
October 1—Philadelphia, Pa.—Examiner McGrath: 
12736—The George B. Newton Coal Co. vs. Director General and 
Pennsylvania. 
October 1—Brownsville, Tex.—Examiner Mackley: 
12782—Rio Grande Valley Chamber of Commerce et al. vs. St. Louis, 
Brownsville & Mexico et al. Such fourth section departures as 
may exist will be considered in the disposal of this complaint. 
October 1—St. Paul, Minn.—Examiner Wilson: 
1. and S. 1384—Potatoes from Minnesota, Wisconsin and Upper Mich- 
igan to Central and Western Trunk Line territories. 
October 1—Austin, Tex.—Examiner Keene: 
12954—The State Highway Dept. of Texas vs. Director General et al. 
12972—The State Highway Dept. of Texas vs. Director General et al. 
October 1—Argument at Washington, D. C.: 
12023—Ellison-White Chautauqua System of Portland, Ore., vs. Di- 
rector General, Arizona Eastern et al. 
October 3—Bismarck, N. D.—Examiner Hoy: 
12892—North Dakota express rates. 
October 3—Omaha, Neb.—Examiner Kephart: 
12743—Swift & Co. vs. A. T. & S. F. et al. 
12910—Fairmount Creamery Co. vs. C. B. & Q. et al. 
“—aa Cole Creamery Co. et al. vs. Director General, C. B. & 
. et al. 
October 3—Mobile, Ala.—Examiner Keeler: 
12681—In re charges for wharfage, handling, storage and other ac- 
cessorial services at south Atlantic and gulf ports. 
October 3—Philadelphia, Pa.—Examiner McGrath: 
12808—The J. G. Brill Co. vs. P. B. & W. et al. 
12818—Keystone Elevator and Warehouse Co. vs. Director General 
and Pa. R. R. 
October 3—Houston, Tex.—Examiner Keene: 
12932—Humble Oil and Refining Co. et al. vs. Director General et al. 
October 3—Washington, D. C.—Examiner Pitt: 
* Fourth Section App. 12071—Norf. Sou. Ry. 
October 4—Philadelphia, Pa.—Examiner McGrath: 


12840—G. B. Markle Co., now Jeddo-Highland Coal Co., vs. Director 
General. 
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October 4—Galveston, Tex.—Examiner Mackley: 
11764—In the matter of intrastate rates within the state of Texas 
(Reasonableness, relationship and propriety of differentials take, 
by Galveston over Houston on traffic to Texas points.) 


October 4—New Orleans, La.—Examiner Keene: 
12886—Fleming Bros. et al vs. Garyville Northern et al. 
12009—Natchez Chamber of Commerce vs. Natchez & Southern et gj, 
12478—Allowance of mileage for Mississippi River crossings. (Hear. 
ing confined to introduction of testimony bearing on crossings at 
Angola, La.) 


October 5—Grand Rapids, Mich.—Examiner Quevedo: 
* 12977—Jackson Chamber of Commerce et al. vs. Ann Arber et a}. 
Such fourth section departures as may exist. 


** 12828—Michigan Paper Mills Traffic Assn. vs. C. & O. et al. 


October 5—New York, N. Y.—Examiner Gerry: 
12848—Aluminum Co. of America et al. v. Massena Terminal et al, 
12848 (Sub. No. 1)—Ball Coal Co. vs. Massena Terminal et al. 


October 5—Galveston, Tex.—Examiner Mackley: 
12798—Galveston Commercial Assn. vs. G. H. & S. A. et al. 
1. and S. 1387—Absorption of terminal charges on grain for export 
at Texas ports. 


October 6—Topeka, Kan.—Examiner Disque: 
11916—Kansas rates, fares and charges. 
October 6—New Orleans, La.—Examiner Keeler: 
12681—In re charges for wharfage, handling, storage and other ac. 
cessorial services at south Atlantic and gulf ports. 
October 6—Mobile, Ala.—Examiner Keene: 
1. and S. 1372 (and first supplemental order)—Meridian rate case, 
October 6—Sioux City, Ia.—Examiner Kephart: 
12402—Hanford Produce Co. vs. Director General and Am. Ry. Exp, 
12708—Ballou Brick Co. et al. vs. A. T. & S. F. et al. 
October 7—Beaumont, Tex.—Examiner Mackley: 
12683—A. Kaplan vs. Director General, C. R. I. & P. et al. 
12897—Eastern Texas Electric Co. vs. Director General, T. & N. 0, 
October 8—Chicago, Ill—Examiner Kephart: 


en Iron Works Co. vs. Director General, A. T. & S, Ff, 
et al. 


Portions of Fourth Section Application 701, F. A. Leland and others, 
filed by various western carriers. 


October 8—Argument at Washington, D. C.: 
1. and S. 1358—Box shooks from Georgia, North and South Carolina 
and Virginia to eastern points. 


CONSOLIDATED CLASSIFICATION DOCKET 


There was printed in the Daily Traffic World of September 
21 and in the weekly Traffic Bulletin of September 24, Docket 
No. 8 of the Consolidated Classification Committee for hearings 
of the Official, Southern and Western classification committees 
on proposed changes in rules, descriptions, ratings and minimum 
weights, to be held in Chicago, beginning October 10; New York, 
October 17; and Atlanta, October 26. 


COMMISSION HEARINGS 


Docket 12681—Port Investigation—Charges for wharfage, handling, storage, and other accessorial services at South Atlantic 


and Gulf ports. 


(Will probably be extended to North Atlantic and Pacific Seaboards.) At Norfolk, Charleston, Savan- 


nah, Jacksonville, Mobile, New Orleans and Galveston, September 19th to October 10th. 


Official transcripts of the testimony taken in proceedings of the 
Commission (see Docket of the Commission in each issue of The Traffic 
World) throughout the country except Washington can be had only from 





The State Law Reporting Company, official reporters to the Commission, 
Woolworth Building, New York City. 

The charge, as fixed by the Commission, is 12% cents per page for 
each copy furnished. 





DIRECTORY OF ATTORNEY 





CHAS. E. WALLINGTON 


Attorney at Law and Counsellor In 
Interstate and Foreign Commerce 
Bpecialist & Counsellor 


rtatio 971 SPITZER BLD@. 
ner ms Arrangem ents—Demurrage TOLEDO, OHIO 
General Matters Relating to State, 
Interstate and Foreign Commerce 


414 The Arcade 








GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission. 


Room 806 American National Bank Building 
Telephone Main 2702 Washington, D.C. 


GEO. T. BELL 


COMMERCE COUNSEL 

1919-1921, Executive Vice-President, North- 
ern West Virginia Coal Operators’ Associa- 
tion; 1914-1919, Attorney-Examiner, Inter- 
State Commerce Commission; 1909-1919, 
Commerce Counsel for various commercial 
organizations and shippers of Missouri River 
cities. 


MUNSEY BUILDING, WASHINGTON, D. C. 


CHARLES H. LAMPEN 
Commerce Counselor 


All phases of Traffic 
and Transportation 


ARTHUR B. HAYES 
ATTORNEY AT LAW 


Colorado Bullding, Washington, D. C. 
Former Member of the Department of Justiee as 
Solloltor of internal Revenue 


Interstate Commerce Litigation a 
Specialty 


JOHN M. STERNHAGEN 
ATTORNEY AT LAW 


Interstate Commerce and 
Federal Tax Law 


105 South La Salle Street 


PRACTICING BEFORE THE | 
INTERSTATE COMMERCE COMMISSION | 


KARL KNOX GARTNER 


(For a number of years Attorney and Examiner, Interstate 
Commerce Commission, and prior thereto engaged in th 
practice of law at Louisville, Ky.) 


Special attention to matters before the Interstate 
Commerce Commission, Income Tax Unit, Federal | 
Trade Commission, United States Shipping Board, | 
Federal Courts. 


701-106 WOODWARD BLDG., WASHINGTON 


EDWARD A. HAID 


ATTORNEY. AT LAW 
1411-16 Liberty Central Trust Building, 
St. Louls, Mo. 


Special attention to matters before Inter- 
state Commerce and State Commissions and 
railroad and rate litigation and claims. 


CLEVELAND, O. 
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Mip-West Box Company 











Look for Use 
the ST Triple Tape 
Trade Mark € Corners 











Corrugated 
Fibre-Board 


Products 


Solid Fibre 


Containers 


MID-WEST Products are engineered 
to QUALITY. 


We maintain a systematized inspection 
service covering machines, raw mate- 
rials and finished product to insure 
quality, and a corps of experienced 
package designers to help our custom- 
ers solve their packing problems. 


MID-WEST TRIPLE TAPE COR- 
NERS prevent peeling and splitting. 


Our DOUBLE WALL Corrugated 
Boxes are the best for EXPORT and 
long distance shipping. 





GENERAL OFFICES: 
1337 Conway Building Chicago, Ill. 


FACTORIES: 


Anderson, Ind. Fairmont, W. Va. 
Chicago, Ill. Cleveland, Ohio Kokomo, Ind. 


We operate our own boxboard and strawboard mills 
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Hauling lots of Freight | | Customs House Brokers 


but doing it well _ 
ha sina Mi EXICO 


& GULF RAI 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 


A busy Railroad in these times Originators of package car service to 
indicates it has something Mexico City. 
unusual to offer. Fast, de- 


pendable, (and the most im- Operators of through package car 
portant) personal service is 


keeping us busy. service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 


Laredo, Texas, to Mexico City, eight 
days. 


Miami, Muskogee, Tulsa, Oklahoma Pic! are = pin — — 
City, H tta, Okmulgee, Durant, a 
Okie ones ae mot Texas Gulf Ports, merican raliways an the exican ral 
California, (via Denison and El ways. 

Paso, Tex.), Mexico (via Laredo, 


Eagle Pass, or El Paso). We have 2 e 
the equipment end facilities to Have banking arrangements making 


render high class service. possible shipper’s order shipments to all 
7 points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 


scone raat: handling his business with the Republic 
‘ bee representatives _ be = . age of Mexico. This pamphlet will be mailed 
ormation concerning rates, routes, tracing, etc.: ° a 
Mr. H. T. Winn, General Agent, Kansas City, Mo., — application. 
330 Railway Exchange Bldg. Phone Home Harrison 6828. 


Mr. H. D. Fry, General Agent, Dallas, Texas, Now operating our own special trains 
1011 Dallas County State Bank Bldg. Phone X 3950. 


throughout the Republic of Mexico 
Mr. F. A. Layman, General Agent, : 
729 Wabash Bldg., Pittsburgh, Pa. Phone Court 4601-2. and can assure prompt and efficient 
Mr. D. R. Peck, General Agent, i q 
208 S. La Salle St., Chicago, Ill. Phone Harrison 1801. ow throughout 
E. J. OO CONNOR 


General Freight Agent . 
MUSKOGEE, OKLA. HAL L. BRENNAN S. E. LEONAR 


"se cr ARE RE EE REECE SAL eS ARATE EET ALOE I 
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GENERAL AMERICAN CARS 


: OF 
OF AMER ICA ths 


FOR EVERY INDUSTRY 


Next time you pass through a 
terminal, note the number of 
General American-made cars 
bearing the familiar initials of 
big railroads, and the names 


and trade marks of nationally 


known manufacturers. 


In three great plants General 
American is making cars for 
all industries and all purposes 


ag AD, A A Al Way 
ae fae 4 


if ALTON 
22700 
CAPYS800 00 
¥WT35000 521 


—box, flat, stock, grain, gon- 
dola, and hopper-bottom types. 


If you are interested in modern 
car building, either as a rail- 
road executive, or as a shipper, 
General American Engineers 
will be glad to confer or corre- 
spond with you on any con- 
struction question. 


4 {f . \ 


Subsidiary of the General American Tank Car Corporation 


General Offices: Harris Trust Building, Chicago, U.S. A. 
Plants at: East Chicago, Ind.; Sand Springs, Okla.; Warren, Ohio 
Sales Offices: 17 Battery Place, New York; 24 California St., San Francisco 
Cable Address: “‘“Gentankar, Chicago” All Codes 
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'LUCKENBACH LINES 


Express Freight Services 


U. S. Mail Steamers Twin Screw American Steamers 


NEW YORK PHILADELPHIA SAN DIEGO LOS ANGELES 
SAN FRANCISCO PORTLAND SEATTLE 


MOBILE NEW ORLEANS SAN DIEGO LOS ANGELES 
SAN FRANCISCO PORTLAND SEATTLE 


Through Bills of Lading issued to and from other North Pacific Ports and Hawaiian Islands. 


GENERAL OFFICES: 44 Whitehall Street, New York 


Marquette Bldg. Lafayette Bldg. Oliver Building Central Bldg. Merchants Exchange Railway Exchange 
Chi hi n 


hicago Philadelphia Pittsburgh Los Angeles San Francisco Portland 
Pierce Building Mobile Liners, Inc., Agents A. Le Blanc, Agent Metropolitan Life Bldg. L. C. Smith Bldg. 
St. Louis Mobile, Ala. New Orleans, La. Minneapolis Seattle 


INDUSTRIAL SITES 


THE PORT OF TACOMA has set aside several 
acres of its waterfront properties for long-time leases. 
These tracts are exempt from all taxes and the yearly 
rental charges are based on 6 per cent of the actual 


costs. They are adjacent to fresh water, light and power 
lines and may be connected with transcontinental and 
street railway trackage. 

For further information apply to 


PORT OF TACOMA 


National Bank of Tacoma Bldg. 
Tacoma, Washington 





